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The man did everything but win last Sunday at Buenos Aires. World 
Champion James Hunt qualified on pole position and on race day was 
leading the field in the opening Grand Prix of 1977 when his Marlboro-. 
McLaren M23 suffered its first mechanical failure since last May at 
Zolder. 
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Pointers 


Perhaps the most significant factor to emerge from Buenos 
Aires, for British motor racing fans at least, is the form 
shown by James Hunt and John Watson. The reigning World 
Champion was clearly in the mood to pick up 1977 like he 
dropped 1976. He was also obviously able so to do, cruising 
the Marlboro-McLaren along a whole 16 seconds in the lead 
before car failure put him out of the race. Team-mate Jochen 
Mass was in competitive form, too, and with a new car still 
in the wings, Marlboro-McLaren will be right up there again 
this year. For the Martini-Brabham team, last weekend pro- 
vided the vindication of the perseverance with Alfa Romeo’ 
engines, and the cars were visibly putting more power down 
out of the corners than their rivals. Both Watson and Carlos 
Pace led the race, and now that the engine’s fuel injection 
problems appear to be cured we should see the Brabham 
marque reasserting itself as a truly major contender. 

At Ferrari, things do not seem so good just now. Clearly the 
Italian cars are in the same kind of tyre trouble as during the 
second half of last season, and there are indications of man- 
agement problems. However, Carlos Reutemann might well 
have won his home Grand Prix after one of the drives of the 
race, while the deposed World Champion, Niki Lauda, looked 
to have regained the form which pulverised the opposition up 
until last August. Generally, the Elf Team Tyrrell performance 
went pretty much as we have predicted, Patrick Depailler 
utterly rejecting the number two tag no longer appropriate 
to his growing talent, and Ronnie Peterson not making the 
kind of debut many people expected of him. 

It is good to see John Player Team Lotus start a season so 
competitively, especially with a new car. In the hands of both 
Mario Andretti and Gunnar Nilsson, the Lotus 78 has the 
potential to put the Lotus marque right up at the front again, 
too. The new Ligier-Matra is another competitive proposition, 
although it is not yet possible to say whether Jacques Laffite 
can achieve as much as he did last year. The Ensign men 
must be smiling, for Clay Regazzoni set to with a will. 

The Copersucar-Fittipaldi team seems finally at least to be 
on the road towards providing one of the best drivers in the 
business with some competitive equipment, and we should 
now be able to see whether Ingo Hoffman merits his inclusion 
in the team. Most disappointingly, the Surtees effort lacked 
the edge promised by pre-season testing, while both the 
Marches were nowhere, and the Shadow team has not 
apparently made any kind of progress over the winter. The 
failure of the Stanley-BRM team to turn up was another dis- 
appointing factor, and the reason simply disgraceful. 

But, as the history books will tell, last Sunday belonged to 
Walter Wolf Racing, the newly reformulated team with their 
brand new car and new driver. No one in the team, least of 
all Jody Scheckter, dared even to dream of victory on the 
debut of the Wolf WRI, the first such achievement since 
Jimmy Clark drove the Lotus 49 to that trend-setting triumph 


-at Zandvoort in 1967. Perhaps the Wolf performance was 


not directly comparable, but nevertheless we offer our con- 
gratulations to all concerned. 


cover picture 


Above: Emerson Fittipaldi scored his best result since leaving the 
crack Marlboro-McLaren team at the end of 1975 when he took his 
brother's Copersucar-Fittipaldi to fourth place in Argentina last 
Sunday. Report: page 8, 

Below: The competitiveness of British forestry events makes an 
ideal arena in which to develop rally cars rapidly. Team Toyota and 
Hannu Mikkola are well on the way to sucess. Together they beat 
the British establishment last weekend on the first round of the 
RAC Championship. Report: page 25. Photo: Hugh Bishop. 


next week 


Preview of round 2 of the World Championship, the Brazilian Grand 
Prix at Interlagos—AUTOSPORT stages its own Racing Car Show— 
Private Ear—Chris Lord, the Castrol/AUTOSPORT Group 1 Rally 
Champion—Highlights of the BRDC’s 25 years—John Bolster 
recalls a road tester’s year*. 

“These items were correct at the time of going to press. 
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There was little to savour in the 
form of novelties at the Ford motor 
sport press conference held last 
week. It was not a day of super 
moves, new departures, lavish ex- 
penditure on young hopefuls, mid- 
engined coupes to contest Group 5, 
or the possibility of a new F2 engine. 
But then, it was admitted by Stuart 
Turner and Peter Ashcroft who held 
court, that Boreham is the rally team 
and Cologne, under Mike Kranefuss, 
is the racing shop. 

Thus the London press_ con- 
ference was lucky to have the racing 
PS that came after 25 minutes of 
lavish rally plans. Between the 
moment that you read this, and that 
press conference, Ford have crept 
one victory closer to what must 
surely be an immensely prestigious 
goal, 100 victories in Grand Prix 
racing: their total now stands at 97. 

Keith Duckworth’s development to 
step into his second hundred vic- 
tories is in terms of weight, and 
for this reason, |jaround 15 mag- 
nesium blocked and headed DFV 
engines, saving 35lb off the current 
weight, would be made available to 
certain Fl teams during the coming 
season; and these engines would be 
in various stages of development so 
that development would be speeded 
up. The new Fl engine, that was 
mooted last year, is “in the pipeline, 
but it’s a long and thin pipeline.” 

On the F2 and F3 front, there was 
little to say: the BDA was admitted 
to be at the end of its active life 
in racing, despite its aptitude to 
rallying, and not a mention was 
made of F3. The club racing scene 
for Ford engined cars is mentioned 
in Sports Extra. 

On the saloon side, in Britain, 
despite the split saloon series which 
cause saloon car doldums, Ford will 
continue to support Gordon Spice, 
Chris Craft and Vince Woodman in 
Ford Capris, but added to their 
strength are Win Percy, running a 
Samuri entered car, and Stuart 
Graham, who brings his Faberge 
sponsorship back to the Gl scene. 
Once into question time, it was sug- 
gested that a 1.6 or 2.0 Escort might 


Boreham 


be a class winner with sufficient 
homologation, but this was 
countered with the statement that 
Ford were not interested in winning 
the championship with homologation 
specials that didn’t mean anything: 
they were interested in winning from 
the front of the field. On the 
question of homologated goodies for 
the coming season for their Capris, 
Peter Ashcroft looked pensive and 
said that there might be some ratios. 


However, in Germany, Zakspeed 
have produced some G5 RS1800s, 
and Hans Heyer will contest the 
German championship and occasional 
International events, while another 
car is in the hands of Dutchman 
Toine Hezemans. 


In some interesting questioning at 
the end of the evening, the question 
of the Cosworth V6 development 
came up, but that was merely 
countered from the chair by “we’d 
like to sell some.” It seems that 
even Ford have some white ele- 
phants. 


However, Turner is absolutely 100 
per cent confident that the DFV will 
win the World Championship again 
this year. He mentioned the Ford 
involvement in that engine, and that 
at one time, it was mooted that it 
should be a 100 per cent Ford Grand 
Prix car, “but I get down on my 
knees every night, and give thanks 
that it wasn’t.” He was glad, he 
said, that he was out of it, feeling 
that such men as Ken Tyrrell, Max 
Mosley and Colin Chapman were 
better equipped to deal with the 
problems of Formula One, mention- 
ing that “the low evil cunning of 
the gentlemen I have mentioned” is 
better suited to the Fl game. 


Finally, in terms of G2, there 
was little to gladden the hearts. 
The Capri that appeared at the 
Tourist Trophy, driven by Tom 
Walkinshaw (of whom no mention 
was made), was not thought to be 


competitive and the project is 
abandoned. However, Zakspeed 
would be building a run _ of 
25 RS1800 for customers in Ger- 
many. 


BP series includes Monaco 


It was confirmed last week that BP 
would again be sponsoring the main 
F3 championship in Britain in 1977. 
The seventeen round series, with 
three rounds abroad, including 
Monaco, will again be governed by 
the rules that managed to establish 
the series as a major stepping stone 
for drivers. Since 1975, the follow- 
ing drivers have stepped into Fl 
machinery having competed in the 
series: Gunnar Nilsson, Alex Ribeiro, 
Ingo Hoffman, Patrick Neve, Larry 
Perkins, Rupert Keegan, while both 
Eddie Cheever and Bruno Giacomelli 
have or are expected to do well in 
F2. 

As well as Monaco, there are 
two further foreign rounds, as yet 
to be decided, while the champion- 
ship also visits Donington, a circuit 
which has strong ties with BP. 
Points, scored on the _ original 
9-6-4-3-2-1, with an additional point 
for fastest lap basis, has been 
retained with permission from the 
RAC, especially for those who can’t 
make the foreign trips and stand 
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to lose more with the new RAC 
system. Competitors will be able 
to drop their lowest scoring round 
to arrive at their final championship 
score, 


Prize money will total £500 per 
round, with the exception of the 
Easter Monday meeting at Thruxton, 
where it will be £1000. BP will 
continue to have a Concours 
award at each meeting to the chief 
mechanic of the best prepared car. 
It’s interesting to hear that BP 
France, involved in a_ two-car 
Formule Super Renault team last 
year, are still talking about their 
plans for 1977. 


The current list of provisional 
dates for the BP F3 championship 
reads as follows: 


March 13, Triruxton; March 26, Oulton 
Park; April 3, Silverstone; April 9/11, Thrux- 
ton; May Monaco; May 29, Brands 
Hatch; June 7, Donington Park; June 19, 
Thruxton; July 10, Cadwell Park; July 31, 
Donington Park; August 7, Snetterton; Sep- 
tember 11, Brands Hatch; September 25, Mal- 
lory Park; October 16, Donington Park; 
Qctober 30, Thruxton 


Alfa Romeo’s Carlo Chiti 
knew it would work... 


New BT46 
for Jarama 


Following our piece in last week’s 
Pit & Paddock about Carlos Pace’s 
confident prediction that the Brab- 
hams would be highly competitive 
this year, we were pleased to see 
the proof of the pudding on Sunday. 
Between them, Pace and _ team- 
mate John Watson (who led for 
some time) were mighty impressive 
in the revised cars. Not content 
with that, however, it seems that 
the team plans to run re-revised 
cars at Kyalami (to be BT45Bs), 
and completely new cars will 
appear in time for the Spanish 
Grand Prix, at Jarama on May 8. 
They will be BT46s. From their BA 
showing, one wonders why a new 
one is necessary... . 

The Brabham drivers suffered 
badly in the Argentine heat, Pace 
being carted off to hospital imme- 
diately after the race, completely 
exhausted. Notwithstanding, the 
Brazilian is going to be mighty 
hard to stop at Interlagos. Moét 
competition people, you won’t need 
telling. ... 


Well, it’s 
like this.... 


Larry Perkins was present in 
Buenos Aires last weekend, but un- 
fortunately his car, the new BRM 
P207, was not. Due to leave for BA 
on a British Caledonian flight from 
Gatwick last Thursday (the day 
before official practice!), the car was 
unable to depart due to a mix-up. It 
seems there was some confusion 
about the dimensions of the crate 
containing the new car, and when 
the team arrived at the airport, it 
was found that there was insufficient 
room for it. Hence, no Stanley-BRM 
in Argentina. 

It did seem to us that maybe the 
problem would not have arisen, had 
the team given themselves a little 
more time. It would then have been 
possible to arrange for another flight. 
However, a BRM spokesman told us 
that it was their intention to leave 
at the last minute, so as to allow as 
much time as possible for testing in 
this country. Apparently, Larry 
Perkins spent a lot of time in the 
car last week at an aerodrome far 
from the public gaze. 

The BRM will definitely race in 
Brazil, however, and is now sched- 
uled to leave today (Thursday). The 
team is hoping to test at Interlagos 
for three or four days before the 
race. 


always 


edited by Nigel Roebuck 


Jody to 


One very interesting rumour doing 
the rounds in the Buenos Aires pad- 
dock concerns the man who eventu- 
ally won the race. It suggests that 
Ferrari have an option on Jody 
Scheckter for 1978! The silly season 
gets longer and longer. ... 

Scheckter was very non-commital 
about the whole business, but Walter 
Wolf insists that the South African 
has a two-year contract with him. 
Others suggest that Jody’s Wolf 
contract expires at the end of this 
year. Whatever, it is a very interest- 
ing story, and leads us into all 
kinds of wild speculation. 

Could there be a swap deal here 
—Scheckter for Lauda? Before you 
laugh, think about it. Niki’s rela- 
tionship with his employers is said 
to be not what it was. That’s point 
one. Point two is that Lauda and 
Wolf are on excellent terms— 


indeed the Canadian tried all he 
knew to persuade Niki to drive for 


Scheckter—Maranello in 1978? 


him this year. Jody came close to 
joining Ferrari for 1977... . Prob- 
ably, it will all come to nothing, 
but Niki must get tired of the con- 
stant. flak sent his way by the 
Italian press, and just might feel 
like making a move at the end of 
the year. Interesting to think 
about... . 


USAC dates 


Announced recently was the full 
USAC Championship schedule for 
1977. It is as follows: 

‘March 6, Ontario (200 miles); March 27, 
Phoenix (150); April 2, Texas (200); April 24, 
Trenton (200); May 29, Indianapolis (500); 
, Milwaukee (150); June 26, Pocono 
July 17, Michigan 
(200); August 21, 
September 4, Ontario (500); 
Michigan (150); September 25 (200); 
November 5, Phoenix (150), 

There is also a good chance that 
a USAC road race will be run at 
Mosport on June 19, the circuit’s 
old F5000 date. 


@ On Monday, the Daily Express 
scooped the world, but there is a 
chance you may have missed it. In 
fact, they may not have realised it 
themselves. But clever old Emerson 
Fittipaldi quietly switched teams 
during the winter, and didn’t tell 
anyone. According to the results in 
the Express, the Brazilian finished 
fourth at the wheel of a Cooper! 
What a remarkable result for an old 
car. But shouldn’t John Cooper be 
told? 
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Andretti and Nilsson—together at the Brickyard? 


park \ 


Nilsson to do Indy? 


Reports from the USA suggest that 
American USAC entrant’ Bruce 
Crower is wooing John Player Team 
Lotus Grand Prix ace Gunnar Nilsson 
in an effort to put the Swede into 
the cockpit for the Indianapolis 500 
next May 29. 

Nilsson has expressed an interest 
in USAC formula racing since paying 
a visit to the Michigan International 
Speedway towards the end of last 
season in the company of his Fl] 
team-mate and USAC veteran Mario 
Andretti. On that occasion there 


No GanAm 


It now seems that turbocharging 
will not be allowed in this year’s 
CanAm Championship, despite 
rumours to the contrary. Chris Pook 
said that if the admission of turbo- 
charged engines would mean that 
Ford, General Motors, Porsche, BMW 
etc. would get involved, then they 
might think about it. Otherwise, it 
was not worth considering. 

Don Nichols is keen to run a car 
for Jackie Oliver in the series, but 
says that it is impossible to build a 
sports car “conversion kit” for the 
F5000 DN6, and he will only con- 


591mph Kitty 


Here is a story we find hard to 
believe. You may recall some weeks 
ago that we mentioned the possi- 
biilty of an attempt on the Land 
Speed Record, currently held by 
Gary Gabelich at 622mph. The 
vehicle involved in the new attempt 


How could they turn her away? 


all — 
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were moves to give Gunnar a test 
run in an USAC Eagle, but the test 
never came off, 

Andretti’s contract with Lotus 
releases him to drive in the Indy 
500, but it seems unlikely that Colin 
Chapman would readily allow his 
Fl number two to take part in the 
Brickyard classic as well. If Crower 
is unsuccessful in his attempt to get 
Nilsson, it is likely that the seat will 
go to Chuck Gurney, the sprint car 
driver who was involved in the Jan 
Opperman accident last year. 


turbos 


sider running the 1974 DN4 CanAm 
cars, aS campaigned with great suc- 
cess by Oliver and George Follmer. 
In those days, of course, the cars 
ran with 8-litre engines. Fitted witha 
5-litre Dodge engine, the car weighs 
17701b, and Nichols says there is no 
way they can get its weight down 
below 1700lb. Consequently, he is 
lobbying for an increase in the 5-litre 
weight limit from 1595lb to 1650lb. 
If the weight limit is not changed 
Nichols says he will not run. Inci- 
dentally, he also is totally opposed 
to turbocharging. 


gets humped 


is the SMI Motivator, and two 
drivers were nominated: Hal Need- 
ham and Kitty O'Neil, stuntpersons 
both. The extremely attractive Miss 
O’Neil set a new women’s record 
of 321mph on December 4, and got 
the car up to 59lmph during tests 
two days later! Now that is getting 
mighty close to Gabelich’s record, 
and you would expect all concerned 
to be pleased, wouldn’t you? Kitty 
certainly was, reckoning she could 
break the record with no problem. 

But she had not allowed for the 
reaction of the car’s sponsors, 
Marvin Glass Toy Co and Aaron 
Cushman and Associates. Male 
chauvinist pigs, prepare to hang your 
heads in shame. The _ sponsors 
insisted that Kitty’s attempts go no 
further because—are you ready for 
this? —“ It would be unbecoming and 
degrading for a woman to set a 
Land Speed Record.” Do you believe 
that? 

She is to be replaced by Hal 
Needham, who looks like something 
from Thunderbirds. Mr Needham’s 
experience of 48,000bhp is said to 
be limited. . . . Kitty has our sym- 
pathy, 


on the DFV 


Jody Scheckter’s victory in Argentina 
was the 97th achieved by the Cos- 
worth Ford DFV engine since its 
first race, at Zandvoort almost ten 
years ago. Its astonishing continued 
success has staggered even Keith 
Duckworth. How many times have 
we said that the day of the DFV 
was over, that the 12-cylinder 
era was here for good? In a recent 
statement, Duckworth recalled the 
start of it all, when he was com- 
missioned by Ford to build five 
engines for one team, Lotus. There 
was no exotic design concept— 
indeed, Cosworth were restricted, 
for Duckworth knew that all the 
parts for the engine had to be made 
On machinery they had at the time! 
A great deal of thought went into 
simplicity of manufacture—all parts 
have always been standard, reducing 
drastically the time required for 
rebuilding. 

Inevitably, there have been pro- 
blems along the way. At the begin- 
ning, the major headache was poor 
oil drainage from the cylinder head 
to the crankcase, Last season, there 
was trouble with the valve springs, 
but Duckworth reckons that one is 
solved now. 

Commenting on the new mag- 
nesium DFVs, Duckworth said that 
they had turned to this metal simply 
to save weight. A magnesium DFV 
was 35lb lighter than an aluminium 
one, and 16 of them were being 
built. Every pound saved was 
reckoned to be worth about 0.015 
seconds per average lap, so the new 
engine could be worth half a second 
a lap right away. 

How did Duckworth feel about 
turbocharging? Happily, he said, the 
current 2:1 equivalency factor made 
it very difficult to produce a com- 
petitive Fl engine. In other forms 
of racing, the equivalency factor was 
1.4:1, and that made turbocharging 
an attractive proposition. If more 
than one team used turbo engines in 
Fl, they would have to run them at 
their absolute maximum—and the 
costs involved would be prohibitive. 
Was there nothing in favour of 
them? Well, they made racing 
engines quieter..., 

So now the DFY starts its eleventh 
Grand Prix season with yet another 
victory. The first engines produced 
under 410bhp; a good one now gives 
about 490! At this rate, it will be 
giving around 570bhp in 1987.... 


Duckworth and his continuing miracle. 


A good break for Trimmer at last? 


Trimmer 
gets $19 


The anonymous sponsor who put 
Tony Trimmer back into motor racing 
when his luck ran out yet again last 
year has now brought him a Surtees 
TS19, with which Trimmer will con- 
test a full season in the Group 8 


championship and, hopefully, a 
limited Fl programme. 
The deal includes a new trans- 


porter and the team—now called 
Melchester Racing—is keeping last 
year’s Formula Atlantic Lola for 
Trimmer to drive when he’s not 
otherwise engaged. But as in 1976, 
Trimmer and his helpers have to 
find the money to run their expen- 
sive new acquisition. 

Delivery of the new car—chassis 
05 and thought to be the car tested 
over the winter by Vittorio Brambilla 
—is expected in February, in time 
for the first Group 8 round at 
Mallory Park on March 13. Then, if 
all goes well, it will be seen a week 
later at Brands Hatch in the Race 
of Champions. 

They were confident of working 
wel] with John Surtees said Trim- 
mer’s mentor Brian Morris, who was 
one of the men behind the Business 
Consultant Services/Kent Services 
team. 


@ The Formula 1 
Association have 


Constructors’ 
awarded their 


trophy, for the best organised Grand 
Prix of the year, to the Long Beach 
Grand Prix Association in recogni- 
tion of the 1976 USA Grand Prix 
West. 


March and Bruce Allison’s Ralt. 


Schafer—F2 drives with Kauhsen 
this year. 


Schafer 
oes F2 


The German F3 driver Bertram 
Schafer is planning another full 
season of F3 in 1977, and will also 
do some F2. Schafer, who is the 
Ralt agent in Germany, will be 
driving one of the company’s latest 
cars, but has abandoned BMW 
engines, with which he had prob- 
lems last year, In 1977, the power 
will come from Toyota, and his 
entrant, the Cologner Racing Team, 
plan to run the car in all European 
Championship rounds. 

In addition to this, Schafer will 
also drive for the Willi Kauhsen 
team in the F2 races at Hockenheim, 
Zolder and the Nurburgring, prob- 
ably at the wheel of a March-Hart, 
sponsored by Valvoline. 


catch 
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Rosherg’s 
Pukekohe 


In last weekend’s Peter Stuyvesant 
Formula Pacific Championship round, 
at Pukekohe, Keijo Rosberg’s Opert 
Chevron won comfortably from 
American Tom Gloy’s Tui.. The 
Finn retired in the first race of the 
series, after taking the pole. On pole 
at Pukekohe was fellow-countryman 
Mikko Kazarowitsky, but his Chev- 
ron had problems on the line and 
retired immediately. John Nicholson’s 
Modus finished fourth, ahead of 
Steve Millan’s Chevron, which won 
at Bay Park. Next round is at Man- 
field this weekend. 

@ Now it can be told. After two 
years of amazing success, Chandler 
Ibec Racing and Dorset Racing As- 
sociates are to go their separate 
ways. In making the announcement, 
however, Ian Bracey stressed that 
all concerned would probably con- 
tinue to race, and that the breakup 
was entirely amicable. 


Chris Witty, whose lanky figure has 
been a familiar one during the past 
three years as he has fulfilled his 
function as Sports Editor of Auro- 
SPORT on race circuits all over 
Europe, has left the magazine. 
Chris will be staying in motor racing, 
working in Formula 2 and Formula 3 
in the capacity of team manager, an 
appointment which we are not. yet 
at liberty to reveal. Before taking up 
his new position, Chris will be co- 
ordinating Rupert Keegan’s South 
African Formula Atlantic programme 
over the next few weeks. ; 


Our new Sports Editor is Nigel 
Roebuck, who has been an active 
contributor to AuTosporT over the 
past few years, and was formerly 
European Racing Editor of the 
American magazine Car & Driver and 
Editor of the now defunct British 
monthly Competition Car. 


Ann Bradshaw, at present well 
known in British motor sporting 
circles as the efficient Competitions 
Secretary of the BRSCC, will be 
joining Autosport as_ Assistant 
Rallies Editor early next month. 
Ann, who joined the staff of the 
BRSCC in 1971 and also acts as 
Secretary to the club’s Executive 
Director, Peter Browning, has built 
up a detailed knowledge of British 
motor sport, and has been closely 
involved with the organisation of the 
Tour of Britain. She will be replaced 
at the BRSCC by Jane Partington. 


Pete Lyons, whose Grand Prix 
reports have been a popular feature 
of Autosport for the past four 
seasons, has decided to retire (we 
hope temporarily) from motor racing, 
and will be spending his summer 
outside the sport in the USA. We 
hope to persuade Pete to pen a 
valedictory memoir for publication in 
the near future. 


Citibank backs Allison 


Rumours that First National City 
were to extend their huge sponsor- 
ship activities to include David Pear- 
son’s Wood Brothers NASCAR 
stocker are apparently unfounded. 
The team is to remain loyal to Puro- 
lator, their sponsors for many years. 
However, FNCB are getting involved 
in NASCAR, and will back the cars 
of Bobby Allison and Benny Parsons 
—front runners both. As well as this, 


) DON'T THINK THATS VERY NICE OF JODY, 


the company are to sponsor an ex- 


panded Grand National Rookie-of- 
the-year programme. This _ will 
remain in effect until 1979. The 


highest-placed rookie in each race 
will get $500, and Rookie-of-the-Year 
will receive (in addition to 
NASCAR’s own prize of $10,000) 
sponsorship from First National for 
the following season, at the rate of 
$1000 per race. 


| KNOW HARVEY CAN BEA BIT DOZY SomeTIMES.. 


C 


it & paddock 


Twelve drivers were mentioned by 
readers as predicted winners of the 
Argentine Grand Prix in the opening 
AUTOSPORT/Moét et Chandon Grand 
Prix Competition of 1977. Your 
favourite was Carlos Reutemann, 
with World Champion James Hunt 
the second most popular choice. The 
other drivers, in order of preference, 
were Depailler, Peterson, Lauda, 
Andretti, Pace, Watson, Scheckter, 
Pryce, Brambilla and Laffite. 


Only two readers predicted that 
our columnist Jody Scheckter would 
win the race, and our first Moét 
winner of the season is John Soper, 
from Romford in Essex. John said 
that Jody would win at 119,02mph, 
creditably close to the actual win- 
ning average speed of 118.40mph, A 
magnum of the real stuff is on its 
way to Romford. 


The next Grand Prix is of course 
the Brazilian at Interlagos on Janu- 
ary 23. Your Moét entries (on a 
postcard please) should arrive at 
AvuTosPoRT Editorial, Regent House, 
54-62 Regent Street, London WIA 
2YJ, not later than Friday, January 
21, 


@ Fastest times achieved by each 
driver in the Argentine Grand Prix 
were as follows: 


(McLaren), lm 51.06s; Reutemann 
Pace (Brabham), 1:51.18; 
1:51.45; Andretti (JPS), 
Depailler (Tyrrell), 1:51.53; Watson 
ham), 1:51.57; Pryce (Shadow), 1:51,69; 
Lauda (Ferrari), 1:52.02; Scheckter (Wolf), 
1:52.10; Peterson (Tyrrell), 1:52.56; Regaz- 
(Ensign), 1:52.71;  Laffite 
Brambilla (Surtees), 
(Copersucar), 1:53.22; Scheckter 
(March), 1:54.52; Binder (Surtees), 1:55.96; 
Ribeiro (March), 1:56.29; Hoffman (Coper- 
sucar). 1:57.27: Zorzi (Shadow), 2:00.73. 


Hunt 
((Ferrari), 
(McLaren), 


‘by Barry Foley 


... BOT | WOULDN'T SAV PETER WARR WAS EXACTLY 


SIMPLE , WOULD You? 


SE Ea CS ence 


The polish and panache 
of Peter Collins 


I was glad to see the excellent article by Nigel 
Roebuck on the career of my friend, Peter Collins. 
Those of us who knew him well will never 
forget him, but for those who did not have that 
privilege, it is well to be reminded how great 
he- was. 

As a man, Pete was remarkable because he 
was old beyond his years. When he was scarcely 
more than a boy, he had the charm and the 
perfect manners of an experienced man of the 
world. One never thought of him then as being 
young, and he could hold his own in the brilliant 
international society that surrounded motor racing 
in those days. : 

He developed his polish and panache when he 
lived in Paris, quite early in his racing career. 
‘The credit for this must be given to the one 
and only Harry Schell, who took the young 
driver under his wing and taught him all he 
knew—which was a lot! ’Arree was the ultimate 
charmer, gay, witty, debonair, and a little bit 
wicked, perhaps. Incidentally, he was one of the 
fastest drivers in Grand Prix racing for a short 
distance, but he tended to tire eventually, perhaps 
because he was not exactly in strict training. 
For him, Paris revealed all her secrets and he was 
a most delightful companion, as long as you 
never let him drive you, which was a terrifying 
experience. 

The public knew Peter Collins as a gay, young 
racing driver, but to his friends he was, above 
all, a magnificent host. He gave splendid parties 
for no good reason at all, just because he enjoyed 
giving his mates a good time. I remember one 
in the West Country—I believe it was at Fal- 
mouth—and Pete turned up in his yacht, as 
befitted the grand seigneur. He had taken all 
the rooms in the local hotels for his friends, 
where we behaved with a singular lack of 
decorum. I still blush to think of an appalling 
duet I sang with Mike Hawthorn in the lounge 

' of a most respectable hotel. 

As a racing driver, Peter Collins had the 
inestimable advantage of being able to learn 
a new circuit incredibly quickly. He was a good 
driver on the road, which few racing drivers 
are, and again he could remember all the turnings 
in a difficult journey in a manner that was really 
uncanny. After following another car to a party 
in some strange city, he would find his way home 
afterwards without the slightest difficulty, driving 
fast and with complete assurance. I must admit 
that I am a genius at getting lost on the simplest 
journey, so the ease with which he could 
remember the way seemed almost supernatural 
to me. 

It is probable that he was able to remember 
roads so infallibly because he was capable of 
extraordinary concentration. Total concentration 
is the main difference between a real racing 
driver and a man who, though quite good, will 
never be great. By learning his circuits so 
quickly, Pete had more time to perfect his 
cornering technique and to get the car set up to 
his liking. 

Although very, very fast, he was totally ortho- 
dox in his methods, as was Mike Hawthorn. 
There are some drivers, such as Stirling Moss 
and Bernd Rosemeyer, who seem immune from 
the normal physical laws, but Peter Collins was 
not of their number. Then, a very peculiar thing 
happened and Pete, who had never pretended to 
be in the same class as Mike, suddenly started 
to out-drive his friend. 

There are other examples of this in the history 
of motor racing. One was Raymond Sommer, 
who raced for years as a proficient, but not 
exceptional, driver and then suddenly was struck 
with the divine spark that made him _ in- 
comparable. Although he was no longer young, 
he acquired the sort of car control that only 
Fangio could equal; he would have gone right to 
the top if he had not been killed by the breakage 
of a steering arm. 

In the case of Peter Collins, the acquisition 
of that sixth sense had suddenly put him in the 
Hawthorne class. There was a vital difference, 
however, for whereas Pete had never had an 
accident, Mike had suffered the discipline of 
long and excrutiating pain. A racing driver is 
a better driver after such an experience, for he 
knows that he is not infallible. The truth of the 
matter was that while Hawthorn had come up 


AUTOSPORT, JANUARY 13, 1977 


the hard way, Collins had had it too easy. 

I saw Peter Collins win that British Grand 
Prix and I recognised that he had achieved a 
greatness that had not been his before, but I 
was terrified, because I was sure that he was 
driving beyond even his new-found powers. I inter- 
viewed both Pete and Mike after that race for 
the BBC, although I cannot remember now. what 
was said. I think that Mike was delighted at his 
friend’s success, although whether or not he 
shared my misgivings it is hard to say, 

Certainly, on that happy day we had no 
inkling that Pete’s first serious accident would 
be his. last. If he had survived that crash, there 
is no doubt that he would have been an even 
better driver as a result of the pain and suffering 
that these accidents bring. A man who lacks 
such: experience ‘may take a risk which another, 
with scars of battle, will know to be unjustified. 
EDENBRIDGE, KENT. - JOHN BOLSTER 


e e ew o tai 
Fittipaldi “Champion 
I just thought I’d write to you a few lines, firstly 
to congratulate you on the splendid report on the 
Formula 1 season (December 23), and secondly 
to let you know Mr Fittipaldi still has one 100 
per cent loyal fan, at least—me. 

Watching him cope with an ill-handling car all 
season and still managing to keep a clean and 
precise line every lap sums up what the title 
“World Champion ” is all about. 


Ascot, BERKS. MIKE DUNLOP. 


No bumping for Derek 


I was very disturbed to see that Tim Schenken 
found it necessary to include me in his criticism 
of Formula Ford drivers in the Tiga article in 
AUTOSPORT, December 23. 

I’m happy to say that my driving has never 
been questioned by RAC officials, organisers or 
marshals, nor have I ever been subject to protest 
by any of my fellow competitors. I feel there 
is no justification for his criticism, which could 
damage my future at this early stage in my 
career. 

Perhaps Mr Schenken is referring to a Snetter- 
ton report (July 1, AuTosportT) which states, 
“Down the straight . . . bumped Daly on to 
the grass; undaunted, Daly bumped him back.” 
There was, however, a slight inexactitude in this 
report, and consequently a wrong impression 
was given. I was coming from behind when 
pushed off, and did not “bump back.” 

This is the only serious incident I can recall 
which could give Mr Schenken this false impres- 
sion of me. “He gives two examples of Derek 
Warwick’s offences, but I doubt if he could give 
any examples where I would be concerned. 

Thank you for this opportunity of setting the 
record straight. 
DUBLIN. 


SPeCial successes 


It was with a great deal of fascination and inter- 
est that I read Doug Nye’s article on the HWM- 
Jaguar featured in Autosport a couple of 
weeks back, particularly with regard to the 
comments and conversations with people asso- 
ciated with this marque. However, I was a little 
done a phenomenal amount of research and home- 
work in preparing his article, he should have 
seen fit to gloss so quickly over the past and 
present achievements of “SPC 982,” the HWM 
specially commissioned by the late Phil Scragg. 

The car which, to be fair, Mr Nye did mention 
in passing, was specially built for Phil Scragg 
on a spare Formula 2 chassis in 1956, and was 
indeed one of the very last HWMs to be made. 
Scragg specifically ordered the car for hill- 
climbing — hence the cyclewings, etc (a design 
feature embodied in most of his hillclimbing cars, 
including the subsequent Lister-Jaguar and Lola 
T70). In Scragg’s hands, this car won the Hill- 
climb Championship in 1958/59, and then was 
shelved for a considerable number of years. 

Very little is known about its history in the 
1960s (although it is possible it was placed in 
storage), but the car certainly appeared at the 
last meeting at Crystal Palace, finishing mid-way 
down the field, and subsequently at Silverstone, 
where it received a fairly hefty knock following 
a spin at Woodcote, I believe. 

The car was then rebuilt and sold to Robert 
Cooper, who then sold it to Rupert Glydon in 


DEREK DALY 


1974. I acquired the car in March, 1975, with 
the intention of re-selling it, but immediately 
became so enamoured with it that I asked 
Christopher Stewart —who at that time owned 
the Le Mans-winning DBR1 Aston Martin —to 
carhpaign the car for me in various historic races. 

Indeed, the very first thing that was done with 
the car was to have it MoT’d and taxed, and I 
then drove it from London to Cheshire for Chris 
to take out at Oulton Park, race and then drive 
home again. This first outing was not too suc- 
cessful, for although the car finished in a reason- 
able position, it was—at that time — assumed 
by us that the car could never be competitive 
with Lister-Jaguars, fitted as it was with drum 
brakes and excessively stiff suspension. We thus 
decided to turn our attention to hillclimbing and 
sprinting the car, and it was with a great deal of 
delight that Chris turned the clock back 20 years 
during 1975 and won the Historic Hillclimb 
Trophy, plus achieving several fastest times in 
Historic Sprints as well; just to prove that this 
was not a fluke, he captured the same trophy 
again last year, too. 

As if the above were not enough, increasing 
familiarity with the car’s abilities, its braking 
limitations, but, above all, its prodigious perfor- 
mance (the car is fitted with the highly desirable 
wide angle 3.8-litre dry sump D-type engine 
giving an easy 300bhp, and turns the scales at 
17cwt) has led Chris Stewart more recently to 
once again challenge Listers on the circuit, with 
dramatic effect! In the car’s past five races it has 
achieved a place on the front row of the grid 
five times, beating several previously quicker cars 
into the bargain, and managing fastest lap for a 
sports-racing car on one occasion. A time of 
lm 6.2s round Silverstone Club Circuit is con- 
siderably quicker than many similarly powerful 
cars 10 years its junior, and I think it can safely 
be said, therefore, that this is, and was, the 
quickest HWM ever built. 

I hope you may find some of the above of 
interest and will forgive us for “blowing our 
own trumpet.” Like “HWM _ 1" —currently 
owned and raced by Kirk Rylands — “SPC 982” 
is still trundled round the roads when it is not 
raising eyebrows up and down the country (and 
hopefully for 1977 in Europe, too). I enclose a 
photo of the car for your interest. 

HERTFORD HEATH, HERTS. RODNEY LEACH 


Then as now? 


AUTOSPORT was suffering from post Christ- 
mas matters for their second issue of 1952, 
but such gems that emerged included that 
of Stirling Moss living in a caravan on the 
continent for the year. While this may 
have seemed a bit hard, he did have an 
XK120 to tow it with. 

But the greatest piece of news, that was 
to make racing history for Britain, was 
the announcement of the formation of 
Ecurie Ecosse. Four drivers were the 
founder members: Ian Stewart, Bill Dobson, 
Sir James Scott-Douglas and David Murray. 
All had considerable experience at the time, 
apart from the baronet, who was a youthful 
21, and wouldn’t race. The idea was to race 
XK120s in long distance races, and the cars 
were to be looked after by Wilkie Wilkin- 
son. Their home was the famed Merchiston 
Motors in Edinburgh. 

Meanwhile, under the plans for the Kieft 
factory in 1952, an interesting fact emerges. 
Stirling Moss had just had a great season 
in their 500, and the factory were riding 
on the crest of the wave, but had had to 
put up their prices from £782 10s to £800 
for the complete Kieft. Don Parker, who 
also had a fine season with Kieft, was in 
the process of ordering his car, but who 
should appear in the design credits for the 
new car, along with Ray Martin and John 
(Autocar) Cooper but Dean Delamont. 

The Gutbrod Superior (really!) was re- 
viewed by K. Heinrich and turned out to 
owe quite a lot of its styling to the XK120, 
yet was only powered by a 593cc two- 
stroke engine. Further on, John Bolster 
was analysing the four wheel drift, and 
Citroen announced their advanced 8CV 
model. 


Surprise winner in Argentina, Jody Scheckter with the new Wolf. 


Cub’s honour 


Scheckter pulls off surprise debut win for Wolf—Hunt 

(McLaren) crashes while leading—Fine performances by 

both Brabham-Alfa drivers and Andretti in new Lotus— 

Heat decimates field—Report and photography: JEFF HUTCHINSON 


Jody Scheckter could hardly believe it 
after taking the new Wolf WRI to a first- 
time-out victory in last Sunday’s 
Argentine Grand Prix. “If you had told 
me this morning I was going to win this 
race, I would have said you were mad,” 
said Jody, who took the lead of the 53- 
lap race on lap 48 as the last of the men 
in front of him started to slow down, 
another victim of the car-killing heat. 


“JT thought it was going to be a race 
of attrition, but not like this,” said 
Britain’s World Champion James Hunt as 
he stood gulping down a Coke in the pit 
lane shortly before the end of the race. 
He was just one of several drivers who 
thought he had the race in his pocket, but 


ARGENTINE GRAND PRIX 


WORLD CHAMPIONSHIP , ] 


instead, he found himself with a long, hot 
walk back to the pits after a rear suspen- 
sion breakage had sent him bouncing off 
into the weeds and a barrier. 

Of the 20 starters, there were only 
seven running finishers, while two cars 
out of the seven classified finishers were 
among the non-runners at the end. 

Scheckter was followed over the line by 
Carlos Pace, another who had been hold- 
ing a commanding lead at one point until 
the almost unbearable heat, made worse 
by the poor Brabham cockpit ventilation, 
forced him to slow to a snail’s pace in the 
final few laps, and then collapse as soon 
as he had taken the chequered flag. 

Even so, it was a good day for the 
Brabham-Alfas, in particular for Belfast’s 
John Watson, who was the star of the 
weekend. First time out in the car, he sat 
on the front row of the grid alongside 


After Watson slowed, the World Champion moved to the front, but this was not his day. 


Hunt, and then led the race until his tyres 
went off and forced him to slow. When 
Hunt dropped out, Watson took the lead 
again briefly, but he was out for good a 
few laps later when the gearbox mount- 
ing studs sheared, and the whole back end 
of the car started to flap in the breeze. 

Good, also, were the new Lotus and the 
re-bodied Tyrrell chassis, Mario Andretti 
picking up fifth place, even though he 
stopped two laps from the end with a 
seized rear wheel bearing. The two 
Tyrrells of Peterson and Depailler were 
among the non-finishers as a result of 
violent spins. 

And the Ferraris? They were struggling 
all weekend. Niki Lauda had really to 
screw himself up for a flying practice lap 
which only got him up to fourth place 
on the grid, and in the race he went out 
early on with a broken fuel metering unit 
rod. 

Carlos Reutemann was again the hero 
of the Argentine crowd, when after a pit- 
stop to replace a blistering front left tyre, 
and two spins, he made a fighting finish 
to come home third just behind the slow- 
ing Pace, whom he probably would have 
caught had he not started to run short of 
fuel on the very last lap. 

Had the quicker cars not dropped out, 
and had the entire crowd not been wav- 
ing and cheering on his advance each time 
he passed a rival, neither he nor Ferrari 
would have come out smelling so sweet. 

Fourth place, their best yet, went to the 
Copersucar-Fittipaldi team and Emerson 
Fittipaldi, who, like Jody, drove a sensible 
race, lapping consistently throughout. He 
was left higher up at the finish than he 
could have ever imagined at the start. 

The final point, behind Andretti, was 
picked up by Clay Regazzoni’s Ensign. 
The Swiss stopped at one stage to check 
a wobbling rear wheel; the problem was 
diagnosed as a wheel bearing failure, but 
Clay opted to carry on the remaining 14 
laps with it slowly getting worse, a 
decision which turned out to be the right 
one. 
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ENTRY & PRACTICE 


After a couple of days in Argentina, there were 


more than a few people wishing that the first 
scheduled round of the 1977 World Champion- 
ship of Drivers had been cancelled after all. 


At first, it seemed like peeking in on the set of 
a live movie. Cod-eyed soldiers dressed in well- 
used looking battledress, brandishing an equally 
well-used array of automatic arms. A Keystone 
cops ride from the airport to the centre of town, 
the two coaches weaving in and out of the 
traffic, racing each other and their wailing army 
escort fore and aft. It was enough to wake up 
the most tired of the travel-weary Fl team mem- 
bers, who joined in with shouts of support from 
the windows. 

It started off as an amusing diversion, but 
very soon the novelty turned into frightening 
reality. One began to realise the consequences of 
going racing in a Latin American country like 


Argentina, where revolution is a way of life. - 


Simple things become difficult; pleasant things 
become spoiled. 

One had to queue for hours for simple press 
credentials while applications were vetted by 
security. Several teams were pulled off the 
cobbled, pot-holed roads by groups of scruffy 
soldiers, and ordered out of their cars to stand 
with their, hands on the roof while they were 
searched and their identifications checked. 

You didn’t argue, you did as you were told. 
The army had the right to shoot first and ask 
questions later, and you soon got used to the 
idea that it would not take much for them to 
exercise that right. There were 2500 soldiers at 
the track alone. From the main gate, the half- 
mile drive to the pits parking took 40 minutes 
as arriving cars were lined up and their contents 
and passengers checked several times over. 

And it was hot. Every day, well over 100deg 
in the shade. The heat seemed to make the 
drudgery side of Grand Prix racing twice as 
tiring. It was a long weekend, even before it 
had started. 

A total of 22 cars were scheduled to race in 
the 13th Argentine Grand Prix to be held since 
1953, but before practice had begun one of those 
was already a non-runner. 

It was the new Rotary Watches-backed 
Stanley-BRM, which was to have been raced 
for the first time by an eager Larry Perkins. The 
new P207 was due to be flown in at the last 
minute but, when Perkins went to the airport to 
meet his team and car from their sponsored 
British Caledonian flight, he found no sign of 
either. 

Instead, he bumped into Alain de Cadenet, out 
“shopping” for a couple of vintage cars and an 
old Fokker-Wulf aeroplane, who told him the bad 
news. He said that BRM had been given the hold 
sizes to get the car out on the ’plane, but some- 
how had slipped up with the sliderule. When 
they tried to squeeze it into the ’plane, it would 
not fit. Hopefully they will get their measure- 
ments right in time for the Brazilian race! To 
rub salt into the open wound—the picture used 
of Larry in the local press turned out to be one 
of Derek Bell with glasses painted in! 

The other non-starter turned out to be John 
Player Team Lotus driver Gunnar Nilsson, 
although when he and Mario Andretti lapped their 
new type 78s during the Thursday unofficial 
practice and Friday’s timed practice, the Swede 
could never have guessed why he would be 
destined not to start. But that comes later. 

First there was the unofficial thrash on the 
Thursday, which turned out to be a better idea 
than it seemed at first. Despite the late start, 
scheduled at lpm, it took until after 2pm before 
the various race track departments could be 
wound up enough to let practice commence. 
When it did get going, just about all the cars 
took to the track, the drivers eager to check 
all the critical hot-weather things like tyre tem- 
peratures and oil and water temperatures, which 
no amount of Ricard winter testing could accu- 
rately predict. 

Although Thursday’s practice was untimed, it 
soon turned into a pretty hot battle for the best 
time whether official or not, and that honour 
went to Patrick Depailler. The little French driver 
was looking very confident indeed at the wheel 
of his re-bodied Elf Tyrrell, now of course wear- 
ing First National City Travelers Checks colours 
alongside its regular Elf blue. 

Best practice lap at the previous Argentine GP 
in 1975 had gone to Jean-Pierre Jarier in the 
Shadow with 1m 49.21s, but at the end of the 
day Depailler was the only driver in the sub- 
50secs bracket with a best of 1:49.5. Second 
fastest was Hunt in his familiar M23, while third 
fastest, and presenting the biggest surprise of 
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Still some way off the pace, Fittipaldi’s Copersucar finished fourth—its best ever placing. 


zoni’s sixth-placed Ensign follows. 


the day, was John Watson, sitting for the very 
first time at the wheel of his new Martini 
Brabham-Alfa. “I’ve still got to think about 
changing gears right with this six-speed ’box, 
and the car is not very comfortable for me at 
the moment,” said Watson as two Martini girls 
massaged his back, which was already beginning 
to show red marks which were to become nasty 
bruises by the time the weekend was over. 

When Saturday’s final practice had ended these 
three drivers still shared the top three places. 
But the order was different. 

James Hunt, Britain’s new World Champion, 
had unknowingly taken pole position at the end 
of the first day when, in his now very business- 
like approach to racing, he took his Marlboro- 
McLaren out for a few short, sharp laps on soft 
compound “qualifier” tyres and turned in a 
1:48.68, a time which was to remain unbeaten, 
for the rest of practice. 

The advantages of racing such a well-tried 
car became obvious as Hunt was down to adjust- 
ing the finer points of wing balance and sus- 
pension settings while most of the others were 
still frantically trying to get the basics right. “It’s 
got just a slight problem with the handling in 
the fast corners where it’s getting a bit twitchy 
at the back,” said the Champion. But then he 
added: “But I don’t think there is anything we 
can do about it. Any adjustment we make doesn’t 
alter the situation. On both my quick laps I lost 
a couple of tenths when I got it a bit wrong.” 
But not wrong enough to cost him the best time 
of the day. 

With the McLaren M23 still running so com- 
petitively, it is not surprising that the McLaren 
team decided to leave their new M26 chassis 
back in England until it has a lot more testing 
miles under its belt. 

The only question mark over the McLaren 
team’s performance, like all the rest, concerned 
tyres. The weather was getting hotter and hotter 
as the week progressed, and it seemed that even 
the harder compound race tyres might be a 
problem over 53 laps of the 3.7-mile long, flat 
and fast Buenos Aires Municipal Raceway. 

Jochen Mass also set his best time in the 
second session on Friday afternoon, which ini- 
tially put him in fourth place on the grid. By 
race day, however, he had been pushed back to 
fifth. In the cooler final session he was forced 
to switch to the training car after his own broke 
an exhaust pipe. Despite that, Mass was looking 
much more at ease than he had towards the end 
of last year. 

The front row was finally shared by John 
Watson, who was looking particularly pleased 
with himself after he put in the second fastest 
lap in the first few minutes of the final session. 
It was much hotter than the previous day, and 
John only got 20 minutes before he was called 
in and his car given to Carlos Pace to use. Pace’s 
final session in his own car had been spoiled 


Regaz- 


right at the start by a boiling engine, He was 
unable to use the T-car which Brabham had 
brought to this race, for that was sitting with 
a badly bent monocoque after Pace had plunged 
through several layers. of catchfencing the pre- 
vious day. The intended race car had already 
started a series of mysterious boiling sessions 
(later found to be a system blockage) which 
upset the Brazilian’s practice on both days. 

In the end, “Moco” set his best time in 
Watson’s chassis during the final few minutes of 
practice. Despite his problems, it was not hard 
to see why Pace had been confidently predicting 
that the Brabhams would be winning races this 
year even before he had got to South America. 
Although the BT45 chassis had only detail 
changes, the engine was considerably improved. 
Lucas fuel injection and some off-season develop- 
ment work by Alfa Romeo showed a consider- 
able improvement in torque, while reliability, 
discounting the overheating troubles, also seemed 
to be no problem, up to the end of practice at 
least. 

Things were looking good for the Martini- 
Brabham team, which is more than can be said 
for Ferrari. The winter break has seen several 
cars, like the Tyrrells and Brabhams, catch and 
overtake the Ferraris on development. It is always 
amazing how quickly the mighty can topple, and 
only now are people beginning to realise that the 
One-time complete Ferrari domination is already 
in an advanced state of decay. One gets the 
impression that the wind has blown cold on the 
man who brought them the sun, and at the pre- 
sent it seems that things are heading from bad 
to worse, towards the same state of organised 
confusion which existed the last time Mauro 
Forghieri “ran” the team, It’s no secret that he 
and Niki don’t always see eye to eye, and until 
Ferrari get down to a serious development pro- 
gramme they could find the flat-12 Brabham-Alfa 
sitting ahead of them on the grid for the rest 
of the year. Perhaps the Buenos Aires experience 
will cause a few changes. 

The Ferrari drivers were visibly struggling to 
get decent times. The once clockwork-like driv- 
ing of Lauda, powering the Red Engine through 
corners as if on rails, was no longer a feature 
here. The constant change of engine note, the 
thrashing of Lauda’s hands, and even spins, 
pointed out clearly that the Austrian is going to 
be in for an even harder year in 1977. Niki’s 
only solution to the grip problem was to pile 
on sO much wing in an effort to get the corner 
adhesion better that the 312T2 was only among 
the medium-fast cars on straightline speed an 
area which used to be very much their strong 
point. The soft tyres proved to be too soft and 
would not last more than a few laps, while on 
the harder tyres Lauda was sliding about even 
more. A final s-o-b effort on softs saw him drag 
the Ferrari up to fourth place on the grid, while 
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team-mate Carlos Reutemann was back in seventh 
spot. 

Lole’s practice had been somewhat calmed 
after the Thursday, when he had a huge spin 
into the catchfencing at the fast first turn. He 
was very lucky to get away with no more than 
nose and rear wing damage on his brand new 
chassis. All three Ferraris brought to this race 
had been put into the modified front suspension 
trim, as seen on Lauda’s car at the last 1976 
race, while the rear track had also been increased 
slightly. Other than that, reshaped aifscoops on 
the cockpit section, and the prominent addition 
of the Fiat name on the side of the cars, were 
the only changes since last year.“To the 312T2s, 
that is: Forghieri was back home in Italy, and 
Ing Tomaini was looking after things at this first 
race. 

Sharing the second row of the grid with the 
1975 champion, with the third best time in the 
end, was Patrick Depailler, who seemed to be 
delighted with the way his Elf Tyrrell P34 was 
rmnning. He was a full six-tenths faster than 
Lauda’s best, while Hunt’s pole was just over 
a second faster than the Ferrari. Depailler had 
been consistently turning in 49s compared to 
Lauda’s super effort for his time, so it was no 
wonder Patrick was feeling confident for the 
race, and Lauda looked glum. “Now it is us who 
have got to find the second,” he quipped. 

The Tyrrell’s new body shape has made a 
considerable improvement to straightline speed, 
while a 2.3in wider front track, repositioning 
of the anti-roll bar above the driver’s legs, and 
other detail changes, all seem to have helped. 
“It’s about 45 per cent aerodynamic and 15 per 
cent mechanical, the improvement to the car,” 
said Patrick. He did not say what the other 40 
per cent was, but the answer seemed to lie in 
the way the Frenchman was getting the P34 
through the corners in impressive power slides 
pear 
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which made him pure joy to watch. 

His words were backed up by fact when a 
speed trap on the straight showed the Tyrrells 
to be the fastest cars at 171mph. 

While encouraged by Depailler’s performance, 
Ken Tyrrell must have been a bit disappointed 
with his new man Ronnie Peterson, although 
there were plenty of reasons behind the fact 
that SuperSwede’s best time put him only 14th 
fastest on the grid. One good reason was a 
sheared stub axle on the front left of the four 
front wheels. With a spare wheel to sit on, 
there was no following accident, but hardly sur- 
prisingly it gave designer Derek Gardner more 
than enough weekend’s food for thought. Peter- 
sons’ big effort in the final session was also 
spoiled when a fuel pump electrical problem 
could not be cured in time, and he sat out the 
important final 20 minutes of practice. When he 
was running, however, Ronnie looked far less 
confident with his new mount than did his team- 
mate. 

Mass and Pace shared the third row of the 
grid in formation behind their team-mates on the 
front row, and the fourth row was headed by 
Reutemann, who ended up with seventh best 
time, although it was only 0.35s off Lauda’s 
best. 

The most bizarre story of practice surrounded 
Mario Andretti and the John Player Lotus team. 
The new 78s had broken their engines on the 
Thursday, while on Friday Mario’s first session 
was spoiled by engine misfiring problems, and 
his team-mate Gunnar Nilsson lost fourth gear. 
Things were looking good for the second session, 
however, and Mario looked like being on his way 
as he put in his fastest string of practice laps 
at the end of the first day. 

There was the usual hustle and bustle in the 
pits as drivers hurried for a last chance at a fast 
lap, but then suddenly the bustle was punctuated 
by a report of a heart-stopping explosion. The 
already nervous soldiers, confused by the noise 
of the racing engines, automatically went for their 
guns, thinking that the feared terrorist bomb 
had finally gone off. But the smoke and wreckage 
was coming from the middle of the track. The 
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Mario Andretti was impressive throughout in the new JPS 78, and reckoned he. might well have 
made the front row had not this (below) occurred. The horrifying damage caused by the explosion of 
the fire bottle can clearly be seen. Mario was more than lucky to get stopped before hitting anything. 


fire bottle located in the front of the JPS Mk3 
had exploded with a terrifying bang, and literally 
blown apart the front of the car. The nose, brake 
master cylinders and oil lines were all blown 
apart as Mario went past the pits at around 
160mph. His visor was instantly coated with 
oil and he was lucky to make it round the 
approaching corner without crashing. 

By the time the car rolled to a stop he was 
a mile away from the scene of the explosion. 
There were a few anxious moments while we 
waited to find out how Mario was, but fortunately 
he suffered nothing more than bad bruises as 
the front bulkhead was blown back. Damage 
was so bad to the car that it was decided that 
it could not be raced, and Mario was given 
Nilsson’s car. Gunnar accepted his lot with a 
shrug of the shoulders. 

Both the Lotuses had the oil tanks mounted 
in the bell-housing position, but Nilsson’s car, 
being the original chassis, remained some 4in 
longer, which was the space created for the 
original layout with the tank between driver 
and engine. “In fact, Gunnar’s car handles a 
bit more predictably in the faster corners,” said 
Mario, But the American failed to improve on 
his Friday time with the other car when on 
Saturday the engine began to lose power. With- 
out their problems, Lotus may also have been 
ahead of the Ferraris, for by the end of the 
first day Nilsson was already into ninth best 
time, which was good enough for tenth overall 
even though he missed the second day. 

All Mario could say after the explosion was, 
“That would have been a 49.2... .” 

The practice mileage record went to the 
Shadow DN8 of Tom Pryce which was running 
revised rear radiator layout and other small 
changes to the suspension since its previous race. 
Tom was quite pleased with the way his car was 
going, despite the fact that misfiring and over- 
heating problems caused him some problems. 
The engine also lost power during the second 
session and had to be changed for the second 
two sessions. “It’s going really well, and when 
the new lighter chassis is finished it should be 
even better,” said Tom, : 

Nilsson’s place on the grid was taken by 
Jody Scheckter, who was having a problematical 
time with the new Wolf WRI. His first day’s 
practice was spoiled by’ a niggling fuel feed 
problem, which was eventually cured. Then he 
was dogged by bodywork coming loose in ‘the 
breeze, perhaps as a result of a huge spin coming 
onto the main: straight. He finally got on a set of 
soft tyres for a few flying laps at the end, when 
he managed his best time. “The car’s not so 


_ bad, but there’s still a lot to. be done before 


it’s right,” said Jody, who also felt his engine 
was a bit down. 

Clay Regazzoni managed a good time .early 
on in the last. session with the Tissot/Castrol 
Ensign which, he took great delight in telling 
everybody, was much easier to drive than the 
Ferrari. His biggest problem was the oil and 
water temperatures running on the danger limit. 
Oil was at 140deg when he. set his best time, 
and then, when he went out for a few more 
laps, the engine started to tighten up and his 
practice had to be cut short. 

Vittorio Brambilla looked impressive in the 
first of the two Surtees entries, both of which 
looked very smart both on and below the surface. 
The weather proved so hot that keeping the 
grease from turning liquid and running out of 
the CV joints and bearings proved a problem, 
and between sessions the team had to repack 
the joints on both cars, while Vittorio also 
suffered a seized wheel bearing, at one stage. 
The Italian’s best lap came at the end of the 
first day when he set a 50.16, but his time was 
not counted by the organisers because, earlier 
on in the day, he had missed a chicane, So his 
fastest time of that session was annulled, unfor- 
tunately for him. , 

His team-mate, Hans Binder, was pleased with 
the Surtees, but engine problems. spoiled his 
chances of a quicker run when ‘he needéd’ it 
most. Both the TS19s were running twin caliper 
Lockheed front brakes for the first time at ‘this 
race, and also featured new nose and. bodywork 
sections, plus a new oil radiator layout and other 
detail changes. ; 

Sharing the seventh row of ‘the grid ‘were 
Peterson and the new JS7 Ligier ‘of. Jacques 
Laffite. The Frenchman had started off the week- 
end in good shape, but had his final day’s 
practice spoiled when his Matra engine blew up 
early on in the third practice session because 
of a suspected valve problem. It was touch and 
go whether or not the team brought along the 
new car because of the same trouble in winter 
testing, the problem arising from redesigned 
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heads with six-stud fixing. The valves had been 
touching the pistons, but last-minute modifica- 
tions cured the problem and so the new engine, 
which sits 3cms lower in the new chassis 
thanks to a reduced bottom cover, could be used 
in conjunction with the new car. 

Next fastest was Ian Scheckter in his Rothmans 
International backed March 761. Scheckter, like 
his new team-mate Alex Ribeiro, was having 
trouble keeping the engine inside its rev-limit, 
and between them they got through four engines 
during practice. Ribeiro not too happy when 
Scheckter was given the final fresh one. Both 
drivers seemed to be having problems balancing 
their cars, Scheckter spoiling his final do-or-die 
effort when he overcooked it trying for a fast 
lap on soft tyres. “It was oversteering really 
badly because of the change of tyres, and I tried 
to drive around it, but lost control on the fast 
right-hander at the end of the straight,” said 
Ian. Jody’s elder brother was lucky to get away 
with no more than damaged radiators. 

Ribeiro missed the whole of the first day’s 
practice when an engine broke on _ the 
first day. He then got down to within 
a second of Ian’s best time on the second 
day. Both the Marches were also featuring twin 
caliper Lockheed brakes and revised uprights, 
plus a Lotus-type adjustable rear anti-roll bar. 
The Copersucar-Fittipaldi team brought along 
two of their FD04 chassis for Emerson Fittipaldi 
and Ingo Hoffman, both cars considerably modi- gina S 
fied since their last se — Soe IP oes 
attractive new yellow paint job. Fittipaldi modifi- 
cations included new body sections and airbox, ~\ 


a 4in wider front track and a 3in wider rear, 

a 2in increase in wheelbase created by forward- co eee Reeta a 
swept front wishbones, new fabricated rear 

uprights after the cast ones had been found to MRR . a 

be flexing, and other detail changes. But the 

cars were still not really performing that much 

better than in the 1976 season. It was still looking 

like a big struggle for the ex-champion to set 


wa gg oan key Satie tan as he Wee Vittorio Brambilla heads for an unlucky seventh place with the Surtees TS19. On his tail here is 


car, with which he just could not get to grips. Ronnie Peterson, whose Tyrrell debut was somewhat overshadowed by the pace of his team-mate. 


A change of tyres in the last session helped 
a little, but between his handling problems and 
an overheating tendency which only allowed two 
or three flying laps at a time, he did not have 
much to smile about. Emerson’s car featured a 
new air starter system, 
Completing the grid was the Italian Renzo Zorzi 
in the second Shadow, still the old DN5 chassis. 
He spent most of the practice switching from 
the team’s race car to the T-car because of 
overheating problems, which finally sent the 
engine off. When the car was running moderately 
well, the young Italian hardly looked as if he 
was ‘about to set the world on fire. 
The reason for a fourth timed practice session 
instead of the usual three had nothing to do 
with a reversion to the old system, but a mistake 
in the race regulations which the Formula 1 
Constructors Association members had overlooked. 
When they came to sign a petition to have the 
first Saturday session untimed as usual, all of 
them signed except for Max Mosley. The March - 
drivers were both desperately in need of the Unquestionably one of the heroes of the day was John Watson, who proved tremendously quick on 
extra timed session following their problems his first drive for Martini Brabham (above), Unfortunate was Ian Scheckter (below) who drove his 
the first day, particularly Ribeiro. March 761B very well, only to retire near the end. 


THE GRAND PRIX 


There was an uncomfortable air about the garage 
area on race morning, as even more fully armed 
soldiers and police milled around, checking brief- 
cases and camera bags for bombs at every 
opportunity. The situation was made even more 
irritating by the fact that the temperature was 
even higher than during the previous two days, 
combined now with a sticky humidity that sapped 
your strength with every breath. To make matters 
worse, the problems of getting into the circuit 
itself meant that most people had to arrive 
by 10 in the morning, so by the 4 pm start 
everybody was twitchingly keen to get the race 
under way, 

Carlos Reutemann drove out first, to line up 
on the grid a full minute ahead of the rest 
just to make sure nobody was going to miss 
him—as if they would! The stands erupted in 
a storm of torn paper in the wake of the Fer- 
rari’s screaming flat-12 engine. When the paper 
was all gone, the traditional “lole’ chant took 
its place. For the first, time that day, the excite- 
ment of Grand Prix racing began to pulse through 
the veins of everyone present. 

From the dummy grid, the field were sent 
off for another lap before being brought back 
into formation and signalled away a few seconds 
later. At that point, John Watson suddenly 
remembered that he had forgotten to try a 
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practice start with the Alfa engine. "So | just 
held it at 10,000rpm and dropped the clutch,” 
he said later. The dose of revs was just about 
right, although when his wheels moved forward 
over the painted grid markings they lost their 
bite momentarily, and Hunt was almost along- 
side, . 

By the long right-hander 400yds after the 
start, the Brabham had its nose well ahead 
again, and John pulled across the front of the 
McLaren to hold the line through the right and 
then left on to the main straight. Lauda nearly 
got Hunt into that first bend also, but the 
. champion managed to hold his position. 

By the end of the long, long right-hander 
which brings the cars back on to the return 
straight, Watson had pulled out several lengths 
over Hunt, Lauda and the rest of his pursuers. 
Andretti was in fourth place after a good start, 
with Mass next, then Reutemann, Pryce, Fitti- 
paldi and Pace, who had made a bad start, 
then came Depailler, who lost several places 
when he tried to overtake Reutemann at the 
hairpin at the end of the straight, only to slide 
wide. For the first half dozen laps the posi- 
tions of the leading cars remained the same, 
although Watson was opening up a considerable 
gap to Hunt, who was also pulling away slightly 
from Lauda. 

Andretti was staying in close touch with the 
Ferrari, as was Mass with the Lotus, but behind 
these three cars another gap was opening up to 
Reutemann, who had Scheckter, Pace, Depailler 
and Pryce snapping at his heels, Pryce having 
lost three places on the third lap when he also 
had a moment trying to get by the second 
Ferrari. 

The first car in trouble was that of Ronnie 
Peterson, who at the end of the first lap left 
the track and headed up the pit lane with a 
dead engine before realising it was because he 
had knocked off the ignition switch. By the 
time he got back out of the pits again, most 
of the field had swept by. 

The first retirement was posted a lap later 
when Zorzi, who had had trouble selecting gears 
on the warming-up lap, dropped out for good 
with his gearbox not working, while Laffite was 
still having an unhappy time with the Ligier, 
which was running rough on 11 cylinders. After 
eight laps he went into the pits for a change 


Two out of luck front-runners were Patrick Depailler (left) and Niki Lauda... 
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in front of Jochen Mass’s McLaren. 


of sparking plug, and he made two more stops 
before the end of the race for the same reason, 
so he was out of contention right from the 
start. 

By lap 8, Pace had finally found a way by 
Reutemann, having passed Scheckter three laps 
earlier, and immediately the Martini-Brabham 
detached itself and started to pull back the now 
quite considerable gap to the Lauda-Andretti- 
Mass trio ahead. 

Watson and Hunt were still well ahead of the 
rest, although Watson’s lead had shrunk from 


Niki drove his ill-handling Ferrari hard until the engine expired. 
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4secs to less than one as his front left tyre 
started to blister, caused by a worsening under- 
steer condition. 

It was obviously only going to be a matter 
of time before Hunt took the lead, and at the 
end of the straight halfway around the 11th 
lap, James was by. 

The Argentine GP now became another Mc- 
Laren demonstration event, for by half-distance 
the McLaren was lapping at a leisurely pace 
16secs ahead of Watson, Hunt setting the fastest 
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During pre-race tests and in practice, the new Ligier looked impressive, but Jacques Laffite wa 
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lap of the race while building up this comfortable 
breathing space. 

Watson was now more interested in his rear 
than in the long-gone McLaren ahead, for both 
Andretti and Mass were closing fast for second 
place, Lauda had slipped slowly back down the 
field with a sickening engine caused by a fuel 
metering unit problem, which finally put him 
out for good on lap 20. 

At this stage the most exciting part of the 
race was the scrap between Watson, Andretti 
and Mass. Andretti’s progress was slowed, how- 
ever, by Alex Ribeiro, who moved over to let 
Watson through as they came up to lap him, 
but then cut back in front of Mario and deranged 
the Lotus’s front spoiler on the March’s rear 
wheel, Andretti then lost the place to Mass, 
while a few laps later Pace had caught him 
up and also went ahead. 

Unknown to us on the outside, Mass was 
another in big trouble by this time, his McLaren 
running water temperatures that had the needle 
on the opposite side of the gauge from where 
it should be. “It started to go slower and slower 
on the straight and then cut out in the corners. 
Eventually it cut out, picked up again and then 
cut out round the last turn, and I spun. The 
engine died and had seemed to have had enough 
for the day,” said Jochen. 

Three laps later we were missing the leading 
red-and-white Marboro-McLaren as well. Going 
into the chicane for the 32nd time, James ex- 
plained: “I just got into the apex of the corner 
and the car went straight on.” The M23 mowed 
down some catchfencing and came to rest against 
the barrier, with damage down to a bent wing 
and shredded nose section. When the car was 
brought back, the cause of the accident was 
found to be a broken suspension support running 
from the rear cross-member down to the back 
of the engine. 

With Hunt out, Watson found himself back 
in the lead, but by now his own team-mate Pace 
was right behind and had little trouble pulling 
ahead. Watson was finding the handling of the 
Brabham becoming less and less predictable, 
but he kept on until it became impossible to 
drive. Had he known that the gearbox and 
rear suspension were becoming separated from 
the back end of the car, after the studs had 
sheared, he might have decided to stop earlier, 
but ignorance is bliss, they say. Anyway, his 
mind was also full of other things, like getting 
some fresh air into his lungs. Said John, “There 
was a flow of hot air coming up through the 
cockpit, and after a while I could hardly breathe. 
I was having to lift myself forward and open 
the visor on the straight to get enough air.” 

The oversight of a couple of 50p additional 
fresh air ducts to keep the drives cool and 
supplied with air was to cost the Martini- 
Brabham team victory. By this time Carlos Pace 
was also starting to get faint from the effort 
and lack of air, until in the final stages of 
the race he slowed to what seemed like a walk- 
ing pace as he struggled to make it to the finish 
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without collapsing. He did just that after taking 
the flag. 

So there was Jody Scheckter, ahead of 
Andretti with five laps to go. Andretti’s troubles 
were further complicated by a rear wheel bearing 
which was about to let go; he tried to nurse 
the 78 home to the finish, but failed by two laps. 

Scheckter’s steady lapping saw him there when 
it counted, and the Wolf was home first in its 
first Grand Prix. Jody was the first to admit 
that he was lucky not to have had any problems 
himself. But then the other teams all had the 
same chance. The new Wolf team came out on 
top simply by doing all the right things, which 
in itself says a lot for the strength of the team, 
which seems already to be working like a good 
team should, Even Jody is taking much more of 
an active interest in what’s going on than he has 
in the past: “Our big problem now is not to 
let this win go to our heads. Now we have got 
to use the advance it has given us to get the 
car better, and stay ahead.” 

While Jody pressed on almost unnoticed to 
victory, the crowd were watching every twitc) 
of Reutemann’s Ferrari, which he was fast 
pulling through the field after a hectic race. 
He spun on lap 23, then stopped at the pits to 
change a blistering front tyre which, he said 
later, transformed the handling of the car and 
made him the fastest man on the track from 
that point on. From 12th place at the end of 
his stop on lap 24, he moved slowly up the 
lap charts as he passed the slower cars, while 
those almost as fast as him all fell out or dropped 
back. When he started to pull in Fittipaldi the 
crowd went crazy. With four laps to go he 
took the Copersucar car, then next time round 
inherited another place when Andretti was forced 
to stop his Lotus when the rear wheel bearing 
finally seized. By this time Pace was barely able 
to drive, and what had seemed like a big gap 
between Reutemann and the Brabham was sud- 
denly down to a few seconds with less than 
a lap to go. Reutemann would probably have 
passed the Brabham on that last lap, but as he 
drove the twisty section for the last time the 
Ferrari was cutting out as it drank the last few 
remaining litres of fuel, which were enough to 
get Reutemann over the line and no more, just 
three frustrating seconds behind the Brabham. 

Fittipaldi was more than pleased with fourth 
place for his Copersucar, while fifth went to the 
stationary Lotus of Andretti, who had done just 
enough laps to be classified ahead of Clay 
Regazzoni in the Ensign. Regga also had a rear 
wheel bearing problem, which he stopped to 
check, but then decided to carry on with it 
despite a nasty wobble in the rear left wheel. 

The only other runners when the flag came 
out were Tom Pryce and Jacques Laffite, 
although by this time they were too far back to 
be classified in the results. 

Vittorio Brambilla drove a good race in the 
Beta Surtees and looked to be heading for some 
decent points, until three laps from the end that 
is, when the Surtees rolled to a stop out of fuel, 
or rather with seven gallons of fuel still in one 
side and the other dry, which suggested a valve 
problem. The Durex Surtees of Hans Binder 
stopped after 18 laps with a badly shunted nose 
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s plagued with a misfiring engine on race day, and never 


section, the Austrian having gone off the road 
battling with terminal understeer, a problem 
which struck both the Surtees cars soon after 
the start despite two days of practice and exces- 
sive oversteer. 

Patrick Depailler did not show the form in 
the race which his practice times had promised, 
for his drive was spoiled by a variety of things, 
starting off with bad brakes, bad oversteer and 
eventually a spin which led to a cooked engine 
and his eventual retirement a couple of laps later. 

Alex Ribeiro and Ian Scheckter did not have 
a very happy time with their two Marches, 
either. Scheckter was running one place ahead 
of Ribeiro for most of the race until the 
Brazilian finally dropped out when the gear- 
change lever came off in his hand. Before that, 
he had also had a couple of spins which 
involved changing the nose section on one occa- 
sion, while he was also without fourth gear for 
half the race. Scheckter lasted longer and 
looked like heading Regazzoni into the points 
until a few laps from the end, when he dropped 
out with a broken battery terminal. So far, the 
March reliability record does not seem to have 
improved much. 

Tom Pryce had a good race spoiled by gear 
selection problems, which cost him eight laps in 
the pits and any chance of classification, but one 
got the impression, watching Pryce trying right 
on the limit even after his pitstop, that if he 
sat at the wheel of a Brabham or a McLaren 
he would be winning races as often as Hunt. 

As James Hunt watched his mate “Fletcher” 
get the first laurels of the year, he remarked, 
“Tt’s funny how every year the defending cham- 
pion has done well here, and then no good for 
the rest of the year. So maybe it will be the 
other way around this time.” 

But then, maybe, an Ulsterman will be the 
1977 World Champion. 


. . Lole could so 


Don’t cry for me, Argentina . 
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BUENOS AIRES, January 10. How are you sup- 
posed to start off a column that tells the story 
of your first race with a new team in a new 
car when the result is a victory? How about 
WHOOOOPEE !! 

It’s a very whoopee-making feeling, I can tell 
you, to win first time out in a brand new car. 
As I stepped out of the car at the finish someone 
stuck a microphone under my nose and asked 
me what it felt like, and I said it was a miracle. 
Except they had to bleep out the adjective I used 
before miracle. 

At the back end of last season, when I quit 
the Tyrrell team to join Walter Wolf (the team 
without a car), we all figured that the first few 
races of the year would be for settling down, 
then we’d score points around mid-season and 
be looking for the chequered flag after that, 
towards the end of the year. So right now 
we are six months ahead of our best ambitions. 

Like most of my best results, this one started 
off badly. We had a day of unofficial testing 
on the Thursday and there was no way we could 
get the car to run right. She spluttered and 
coughed and we just couldn’t get in a clear 
lap. So we swapped an engine. Still the same 
problem. So we set about the fuel system. The 
first day of official testing we were still a mobile 
disaster area, setting the sort of times you 
could have used a sundial to record. 

Then, well into Saturday, we tracked down the 
trouble to the fuel pump and changed that, That 
cured the misfire and we were in business. If 
you can call doing 30 laps in three days and 
finishing up with 11th best time being in busi- 
ness. 

Just to keep the action up we had a couple 
of minor incidents on the Saturday. Once I 
stuttered to a hal’, and as I slowed I looked 
over my shoulder to see a loose fuel line filling 
up the vee between the cylinder heads with 
petrol. Not a pretty sight. My first reaction was 
to call over the fire truck, but they are a trigger- 
happy bunch and I would have had everything 
under six inches of foam before I could blink. 
So we disposed of the sloshing petrol and col- 
lected a tow back to the pits. 

The. heat was unbearable. We pinned some 
of that heat test paper they use on disc brakes 
to the mechanics’ shirts, and came up with a 
reading of 110 degrees! Our Wolf team wears 
white shirts; the JPS Lotus team, with black 
shirts, clocked up 125 degrees . . . At one point 
during the heat of the afternoon I did three laps 
and came in because I thought I was going to 
faint with the heat. 


Jody Scheckter prepares for the new Wolf WRI1’s debut win. 


Earlier, I’d spun off at about 140mph on a 
fifth gear corner, simply through loss of con- 
centration because of the heat. Sitting there in 
the stationary car, encouraging the marshals to 
push-start me, with all the heat rising off the 
engine into the cockpit, was some sort of charter 
members’ introduction to what hell is going to 
be like. Mario Andretti and I talked after that 
and we both agreed that there was no way 
anyone could survive 53 laps of this 3.7-mile 
circuit in that heat. Apart from the personal 
physical problem, there was the visual one of 
the heat-haze “bending” your vision at some 
of the corners. 

So we started the race in 11th place on the 
grid, thinking that if the car held together and 
I could cope with heat we might just get into the 
points — maybe just one to start the new season, 
something to christen Walter’s new car with. 

We'd rigged up some air pipe ducting to bring 
some air into the cockpit area and a bottle 
of water and a plastic tube for me to sip on 


during the race. Nothing quite like a little air 
conditioning and something to drink if you're 
going out for a drive on a Sunday afternoon! 

On the first lap I came round in eighth place 
and settled in to discover that, apart from a 
small braking problem which required three 
pumps at the pedal at the end of the straights, 
the car was really very neutral and easy to 
handle. I guess we were almost half a second 
off the pace of the Hunt McLaren, but at least 
the car stayed consistent. She ran and ran and 
didn’t change one little bit. And the heat didn’t 
seem to bother me on race day. So we ran and 
ran together. 

Some people we passed, some people fell out 
and pretty soon we were on the leader board. 
Fifth—fourth—third. It wasn’t real. I passed 
Mario, John Watson and then Carlos Pace, and 
there I was, in ‘the lead. I think it was about 
nine laps from the end that I got the message 
about Pace, and took 11 seconds off him in 
those nine laps. Then the heat began to get at 
me. I’ve done press-ups in saunas (yes, seriously 
I have) just to see what it’s like. And when 
the heat began to tire me I said to myself, come 
on Scheckter, you can do press-ups in heat 
like this, and if you can do press-ups you can 
certainly drive a car. 

In those last three laps I thought of all the 
things that had ever gone wrong in cars before 
and kept saying to myself, no, she’ll make it. 
And she did. What a fantastic sight that 
chequered flag was! 

James and the Ferrari guys were some of the 
first to come over and congratulate us, which 
was nice. I think a few of the people who had 
laughed at my decision to join Walter found it 
a little more difficult to do so. Our post race 
de-briefing started off as an orgy of self 
congratulation with Peter Warr, Harvey Postle- 
thwaite, Walter and me. But pretty soon we 
sobered up and reminded ourselves that we’d had 
a pretty large dose of luck to help us. The nine 
points and the win were a super bonus, but we 
still had a lot of work to do on the car. As 
a group of new people working together, we’re 
still a long way from being a top team. So we 
all reminded each other not to get cocky about 
our win. Just very pleased, 


I’d spent the ten days before the race with 
Walter, skiing with him in his native Austria 
up in the Arlberg. Apart from the odd bit of 
snow in London it was the first real snow I'd 
ever seen. Walter, who is something of a whizz 
on skis (he used to do it competitively), refused 
to teach me the downhill stuff, restricting me 
to the ones with hinges on the front for cross- 
country. Funny—it’s a cross between dancing, 
gliding and running in water. But good fun, and 
in the end I was doing about 20kms a day, 
which made a nice way to sight-see and get my 
exercise. 

Now, just by way of a change, I'm off to lie 
on a beach in Brazil and ponder our chances 
for the Brazilian GP. 

Looking around at some of the new teams 
(and new faces in old teams) at the first race of 
the new season is always a worthwhile occupa- 
tion. I was very surprised that the Ferrari’s 
weren’t quicker, and even more surprised that 
Reutemann wasn’t quicker than Niki in the great 
heat. Emerson’s short working spell with Maurice 
Phillipe and tracking down the duff suspension 
parts seems to have paid off to give him his 
best-ever result with his own car. The Martini- 
Brabhams are really flying, and John Watson 
has settled in his new car and new team very 
quickly to be faster than Pace. Those Alfa- 
powered Brabhams are cars to watch this year 
(remember that at this time last year I tipped 
James as the man to watch for the 1976 season). 

Mario has got the JPS Lotus really going, 
and he believes in it—and Mario in a car he 
likes is a strong contender. James was plain 
unlucky to have a suspension breakage when 
he was leading, proving that he’s still a man to 
catch. Ronnie seems to be having trouble settling 
into the Tyrrell, and a front wheel which came off 
twice can’t have helped him. Regga had his 
first-ever run in a Ford-powered car, and scored 
a point—and made a point too, I think. 

Every indication of a good season’s racing— 
more people up at the front pushing harder 
than last year, and an unexpected first result to 
set everyone off in a competitive frame of mind. 
Hopefully, now that the winter politicking is 
over, we can get on with the real business 
—racing. 
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Ford: too much to handle? 


Sutton runs Vatanen, Russell Brookes leaves Leyland... . 


When it was all over and Ford had 
announced their competition inten- 
tions during 1977, one was left with 
the thought, “‘ Have they again taken 
on more than they are capable of 
handling successfully ?”’ Last Wed- 
nesday night, the Company, repre- 
sented by Stuart Turner and Peter: 
Ashcroft briefed London-based 
journalists and media men on the 
substance of a programme which 
majors on the East African Safari 
Rally and looks set to. stretch 
Boreham’s 15-man strength to the 
limit — such are the number of 
cars they must build in the time 
available. 

Most aspects of the programme 
have appeared in these columns 


before, either in the form of ‘ specu- 
lation” or as hard fact. However, 
almost everyone present was taken 
by surprise with the announcement 
that Russell Brookes had resigned 
from Leyland to devote his atten- 


Andy Dawson — ‘competent engi- 
meer...” 


tions to rallying full time. In accord- 
ance with the Turner dictum of last 
year, namely that anyone regularly 
beating Roger Clark would receive 
full works support in ’77, Russell is 
the favoured driver on the national 
scene this year, but he also has a 
most interesting European  pro- 
gramme including the Arctic, Fire- 
stone, Tour of Ypres, 1000 Lakes 
and at least one other WCR round 
on which the works are competing. 

Russell in fact, will be prepared 
to enter as many foreign events as 
he can, and such rounds as the Han- 
kiralli are not beyond the bounds 
of possibility. He will be getting 
“full support from Boreham as far 
as engines and cars are concerned” 
but will, of course run the opera- 
tion of his rally team independently 
with money from the Company and a 
major investment from Andrews 
Heat, for whom he is expected to be 
engaged in some Public Relations 
work, and Castrol. 

Why has Russell left Leyland and 
seemingly burnt his boats in order 
to throw in his lot with Ford? In 
his own words: “ Because my rally- 
ing is going to demand a lot more 
time than I can take from Leyland 
in holidays.” There is more to it 
than that, of course, as he has been 
disenchanted for some time, but the 
brash and rather tired jokes about 
him “being merely off our income 
tax bill” which were cracked on 
Wednesday night did nothing to in- 
crease respect. For ’77, Russell is 
being backed up on national events 
by Andy Dawson, who has neverthe- 
less kept his Datsun Violet for in- 
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ternationals and is currently expect- 
ing to compete in Galway with this 
car. 

Ford’s interest in Group One 
rallying after a long period of 
apparent disdain is explained by the 
belief that “in two, three or four 
years’ time we feel the majority 
of rallying will lean towards Group 
One.” This is, of course, already the 
case in Scandinavia. 

The outlines of the Graham Els- 
more, Malcolm Wilson and David 
Lang deals have already appeared 
in these columns and the announce- 
ment is accompanied by the usual 
‘carrot’ that “if anyone in an 
RS2000 goes out and beats them, 
then they will get a G2 drive from 
Ford in 1978.” All of which is 
part of the so far highly successful 
Ford competition ethos which has 
as its central maxim, “no team tac- 
tics, equal opportunity. This latter 
remark refers’ particularly to 
Brookes and Dawson; but then, as 
in days of old, some people are 
more equal than others. 

On other national matters, John 
Taylor will be running a Haynes of 
Maidstone RS1800 prepared to °78 
G2 regulations as a development 
exercise during the season. This 
car will be appearing from the Min- 
tex onwards. John will also be man- 
aging South African rally cham- 
pion, Roeloff Fekken, who will be 
contesting the whole of the British 
championship in a Haynes-prepared 
RS1800. 

Finally, our story of last week 
was not out of place and Ari Vata- 
nen will be competing on five home 
internationals with a David Sutton- 
entered car (not the Circuit of Ire- 
land or the RAC) with Shell and 
Dunlop support (similar to the 
works). The Sutton arrangement, 
theoretically, allows Boreham some 
breathing space to further their in- 
ternational plans while at the same 
time increasing Shell’s involvement 
in the UK, a feature upon which 
there seems to have been a little 
disquiet from Ford’s major sponsor. 
In addition it appears as though the 
ex-Coleman tarmac Escort which 
first appeared on the Manx last 
year has been re-commissioned by 
Boreham and will probably appear 
in Galway and Donegal when it will 
be entered. by Sutton for Roger 
Clark who, once again, seems keen 
to compete on Irish tarmac events. 


All these plans conspicuously over- 
look Billy Coleman who has been 
omitted from any Ford plans this 
year. We are politely told that “the 
doesn’t get his Irish donkey up 
often enough” and that, referring 
to a possible deal between Ford of 
Ireland and Boreham >. “we 
don’t think they have enough 
money, although they may be plan- 
ning something.” There’s no answer 
to that. Meanwhile, Coleman has an 
entry in for Galway, but so far no 
car has been specified. 
Internationally, the major works 
effort will be channelled into 
selected rough road WCR events in- 
cluding Portugal, Safari, Acropolis 
and RAC. The team will be major- 
ing on the Safari where a fourth 
car will be entered for Vic Preston 
Jnr. A reputed £50,000 was not 
enough to budget this event from 
Boreham last year, but in 1977 Ford 
are very serious about the Safari 


Russell Brookes—“full support... .” 
and a development car has already 
been tested by Vic in local East 
African Nationals. A test car leaves 
for Africa this week where an ex- 
tensive test programme will be car- 
ried out, principally by Bjorn 
Waldegaard, and also Roger Clark. 
In adidtion, Dunlop are developing 
a special Safari tyre for the com- 
pany and Bjorn Waldegaard is ex- 
pected to have finalised the speci- 
fication for the Safari cars by some 
time in February. 

In addition to the major inter- 
national programme, Ford (New 
Zealand) have invited the team to 


Roger Clark flings ‘‘POO” through the Lake District. This year he returns to 
Europe, Africa and Ireland. 
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Fred Gallagher—in demand. 


contest the WCR Radio New Zea- 
land International Rally in May and 
after the Southern Cross (on which 
Ford are entering three cars) a 
single entry for Vatanen has been 
made, a works car being left be- 
hind there for him. Ford (Australia) 
have once again asked the works to 
participate in the Southern Cross, 
and local hero Colin Bond will be 
the third driver alongside two other 
works cars. Roger Clark will again 
be competing on the Total Rally in 
South Africa. 

Meanwhile Vatanen will be con- 
testing the entire Finnish champion- 
ship in a car sponsored by Marlboro 
who will also be sponsoring him on 
the Safari and the 1000 Lakes. By 
the end of the year, when he jumps 
into his works car for the RAC 
Rally, Ari will have contested some 
17 events already during the year, 
so if he is not shell-shocked after 
such a programme, he will almost 
certainly be a ‘superstar.’ Peter 
Bryant will be accompanying him on 
British internationals in the Sutton 
car, while fellow Finn, Atso Aho 
(who accompanied him on the 1000 
Lakes last year), will also be join- 
ing Ari on a number of WCR 
rounds. Jim Porter and Hans Thors- 
zelius will, of course, accompany 
Roger Clark and Bjorn Waldegaard 
respectively, while Russell Brookes 
is likely to contest a major portion 
of his rallies with Fred Gallagher 
(formerly John Haugland’s regular 
co-driver). Fred is, in fact, in great 
demand at present, and no final 
decision has yet been made by him 
as he is naturally concerned not to 
“fall between two stools.” 

On the subject of rally schools it 
was mentioned that almost 200 
pupils had already been through the 
mill, of which perhaps only two had 
shown real potential as drivers. 
Despite this apparently depressing 
statistic, the school is highly popu- 
lar and re-opens at its new location 
near York later this year (in Tony 
Drummond’s quarry ?). 

Some ex-school cars will be avail- 
able to all premier national rally 
Organisers as Spectator Control 
Units. These vehicles have been 
fitted with PA systems and tape re- 
corded messages from Russell 
Brookes, etc, on the dangers inher- 
ent in wayward spectating. First 
used on last week’s Tour of Dean, 
they appear to have had a very 
beneficial effect on nomadic 
watchers. 

A competition programme such as 
this demands both vast resources 
and an amazing number of recce 
cars, spares, etc, which would 
seem to involve virtually the “ pro- 
ductionising ” of rally cars. It will 


be most interesting to see how 
Boreham cope with their great 
undertakings. 
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Dean dredgings 


As expected, last Sunday’s Shell- 
Sport Dean was a hotbed of diplo- 
matic intrigue and gossip about the 
season’s prospects. Billy Coleman’s 
plans figured high on the list. It 
appears that the Irishman has been 
in Sweden lately talking with Ove 
Andersson and although he is not 
saying anything at present, we 
gather there may be some finance 
and a restricted international pro- 
gramme being offered by Team 
Toyota Europe. 

All of which makes Graham 
Warner’s plans that much more diffi- 
cult to finalise. Billy has so far 
achieved what no other driver from 
among Graham’s “flying circus” 
has managed in the past—namely 
driven the troublesome car to two 
top 10 finishes on each occasion on 
which he has been invited to drive 
it. The team have recently lost Ron 
Pellatt to Copersucar and their ser- 
vice crew are at present rather in- 
experienced with the car. Graham is 
desperate to retain Coleman’s ser- 
vices for the RAC National Cham- 
pionship plus some Irish and foreign 
internationals (like the Firestone) 
but it seems that he may have con- 
siderable trouble keeping him, which 
would leave the Stratos once again 
without a driver. 


@ Pentti Airikkala must now be 
one of the highest paid drivers regu- 
larly competing in the UK and 
Europe. In addition to a large five- 
figure sum from Vauxhall, he is 
sponsored by Colt, and has recently 
been invited to compete in the 
Swedish Rally for Toyota (his DTV 
contract is only for the UK) where 
he will be driving a Celica while 
Mikkola will be seen in the Corolla. 
Meanwhile, we gather that another 
Finn, Timo Salonen, has signed with 
the Fiat importers to drive a second 
131 in national events. Timo was 
a former Datsun driver. 


® Jeff Churchill brought his 1800 
Gl Avenger out again. The spark 
plugs burnt out on the way to the 
start and during the afternoon the 
differential housing broke away 


from the axle, bringing his rally to 
a premature close. 

@ Gavin Waugh had a successful 
first outing with an 1800 engine 
fitted in his Avenger, and despite 
bending the steering rack and put- 
ting the track out during the after- 
noon, he managed to finish tenth 


Fe. pie 


@ Drew Gallacher also had a suc- 
cessful outing despite his almost 
traditional problems with his ageing 
RS1600. The steering rack came 
adrift from the cross-member during 
the morning, giving him some very 
strange steering effects for at least 
two stages. This malady was fixed 
at lunch; however, he never quite 
solved the perennial problem of 
brake balance, with which he 
always seems to have trouble on 
this car. He nevertheless. finished 


sixth overall. 
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Studied nonchalance from the co-driver as he is put “behind bars” after 
David Lang’s inversion. 


overall 
One. 
@ Robert James was out in the ex- 
Roger Clark, ex-Chris  Sclater 
RS1800 on the Dean and seemed to 
be getting the hang of things 
despite losing his brake fluid on the 
third stage and having electrical 
trouble during the afternoon. He 
was lying tenth overall! at the lunch 
halt but had a fearful moment 
during the afternoon on the long 
straight in Speech House 4. 

As he was negotiating the flat-out 
kink in the middle of the straight, 
the front stub axle sheared. Luckily 
James managed to bring the car to 
a halt without hitting anything but 
he was suffering from a noticeable 
touch of “DTs” on Sunday night. 


although fourth in Group 


The DTV Vauxhall Chevettes made an interesting debut and although neither 
finished, both team manager and drivers seemed very pleased. If the cars are 
as fast as they appear to be, there is good reason for optimism, 
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@ Former team manager of Datsun 
UK, sometime journalist, inter- 
national co-driving sensation and 
rally personality Mike Greasley is 
seemingly involved in a shock 11th- 
hour team manager riddle. It 
appears as though David Sutton may 
be taking his holidays at the time 
of the Galway International Rally 
early in February, all of which 
makes room for the peripatetic 
Greasley to step in and take over 
the reins. Sutton’s team in Galway 
currently includes Roger Clark, John 
Taylor and Jill Robinson. .. . 

@ Latest Gl homologation tweaks 
include a special RS2000 strut top 
mounting; while Leyland have appa- 
rently homologated twin side 
draught Webers for their already 
very powerful Dolomite Sprint. Ford 
homologated a special pedal box 
assembly incorporating a brake 
balance bar for the RS2000 last 
year. 

@ Leyland plans remain officially 
unannounced although the Company 
have this week issued a Press re- 
lease announcing the arrival of 
John Davenport as Director of 
Motorsport! The foreign Press is 
full of rumours suggesting events 
which the team plan to contest this 
year, and while stories from foreign 
sources suggest Elba and even the 
Tour de Corse, we recently received 
communication from the organisers 
of the Boucles de Spa who an- 
nounced that Leyland had in fact 
entered this event which takes 
place on Galway weekend. It will be 
recalled that Pond competed on this 
rally last year with the Chequered 
Flag Stratos, lying second to Stig 
Blomqvist before an off near the 
finish put him out. Blomqvist is 
entered again this year. 

@ The ShellSport Dean itself was 
generally well received by competi- 
tors and as usual was most compe- 
tently run by the Newport Car Club. 
Perhaps the only major significant 
criticism which could be levelled at 
the club concerned the road book 
whose interval mileages were often 
incorrect. 


Special stage 


The second round of the 197’ 
Castrol/ AUTOSPORT championshij 
takes place on Saturday, February ! 


‘in North Wales when the Caernar 


vonshire and Anglesey MC stagi 
their annual Gwynedd Rally. Ove 
120 entries have so far been re 
ceived with a week still to go unti 
the closing date; but there are stil 
some places reserved for champion 
ship contenders. Principal entries re: 
ceived so far include the Simpsor 
Brothers, David Stokes, Terry Kaby 
Steve Ward, Paul Faulkner, Pete 
Clarke, Robin Farrington, Reg 
Mullenger, .Gordon Batchelor etc 
Secretary of the event is Dafydc 
Edwards, Lliwedd, 39 Ty Croes 
Llanfairpwll, Anglesey, Gwynedd. 
Such has been the great demand fo) 
registration in the championship 
that competition co-ordinator lar 
Parry has been forced to bring for. 
ward the final closing date ol 
registration to February 6th. All 
enquiries on the championship 
should be addressed to Ian at 
Burmah House, Competitions Dept, 


Pipers Way, Swindon, Wilts; tel) 
Swindon 30151. 
A change in class 4 of the 


Castrol/AuTOSPoRT points which we 
published last week should in fact 
read as follows: David Grainger 
10pts; George Booty 8; Ian Beveridge 
6. 


No notes 


Late on Friday it was learnt that 
the UAC, following the lead taken 
by the organisers of the Galway 
International Rally which takes 
place in just over two weeks time, 
have banned the use of pace notes 
on the Circuit of Ireland this year. 
A statement issued by the club 
reads as follows: ‘Following the 
receipt of a letter dated December 
24, 1976 from the FIA to the Royal 
Irish Automobile Club, the 
National Automobile Club in the 
Republic of Eire stating with refer- 
ence to the Galway Rally that secret 
stages on rallies in the ECR will be 
permitted in 1977; the RIAC has 
formerly requested that the UAC 
applies to the FIA for derogation of 
the secret stages regulation for the 
‘77 Benson and Hedges Circuit of 
Ireland. In view of the short time 
available for a reply from the FIA, 
the organising committee has 
decided to comply with the wishes 
of the RIAC and will ban practising 
and notes of any sort as in previous 
years.” 
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Dessie—ten event programme, 


McCartney 
buys Cahal 
Carrera 


Dessie McCartney bought Cahal 
Curley’s 3-litre Porsche Carrera last 
Wednesday and has now finalised a 
sponsorship agreement with Team 
P. R. Reilly of Dublin (Motor Fac- 
tors and Accessories) and STP. 
These two companies will back 
Dessie in a programme of 10 Irish 
tarmac events this year. The for- 
merly Chequered Flag-supported car 
won the Ulster Rally last year but 
has scarcely ever been fully sorted. 
It weighs some 2}cwt more than 
Dessie’s old 2.7 Carrera (which re- 
mains unsold at present) but is still 
apparently much quicker, and has 
far greater braking potential. Des- 
sie’s first outing with his new 
sponsorship combination will be in 
Galway in just over two weeks’ 
time. 


Boucles de Spa 


Henry Inurrieta is looking after 
arrangements for British crews to 
compete on the ECR Boucles de Spa 
in Belgium. The organisers are 
offering very favourable concessions 
to British teams (eg, £16 entry fee 
plus four free nights bed-and- 
breakfast in an hotel). The event 
takes place over the weekend of 
February 4/6 and is divided into 
two halves with a nine-hour halt 
in between. There are 45 stages, of 
which approximately 40 per cent are 
loose. The total mileage of the event 
is around 500. 

Principal interest as far as the 
British are concerned is that Tony 
Pond is entered in the works TR7, 
while Blomqvist, who won the event 
last year in the development 99EMS, 
is returning. Anyone wishing to com- 
pete should contact Henry as soon 
as possible at 38 Stokenchurch 
Street, London, SW6. Tel: 01-731 
1053. 


@ The BRSCC have announced with 
regret that they have had to can- 
cel plans for the ’77 Tour of Britain 
following Texaco’s surprise with- 
drawal in October. A new sponsor 
has not been forthcoming. Plans 
will be put into “cold storage” 
until 1978. 
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Discount ice driving 


The Finnish Snow Rally (Hanki Ralli 
—ECR coefficient 2) is offering 
many attractions in order to make 
the event an international success. 
It will be held on February 18/20, 
the same date as the Costa Brava 
ECR coefficient 3 event in Spain and 
the non-championship Criterium 
Neige et Glace in France. The rally 
will be based in Helsinki and use 
special stages in the South-West of 
Finland. 


Foreign competitors will be offered 
assistance with transport for their 
cars, together with assistance for 
hotel accommodation and entry fee. 
Furthermore a special allowance of 
38 percent has been negotiated for 
the sale of tyres while it is ex- 
pected that studding will be car- 
ried out free of charge. Depending 
on the number of people concerned, 
it is expected that there will be 
assistance towards petrol costs as 
well. 


As a further attraction, foreign 
drivers who are able to arrive in 
Helsinki in good time before ‘the 
event will be offered ice-driving 
tuition by Pentti Airikkala. Pentti 
expects to forego the chance of com- 
peting in order to assist foreign com- 
petitors in any way possible. Last 
year he helped the three British 
drivers who entered in this way to 
such effect that two of them finished 
the event and the third (Jill Robin- 
son) only retired through a speeding 
disqualification. John Taylor is ex- 
pecting to compete again and Russell 
Brookes was considering the matter 
on Sunday. 

Details of the Snow Rally can be 
obtained from either: Helsinki Auto 
Club, Suonionkatu 1c, 00530 Helsinki 
53, Finland (Tel: 714897); or Pentti 
Airikkala, Kotkankatu 1, 00510 Hel- 
sinki 51, Finland (Tel : 886554, telex : 
12544). 


John Taylor gets to grips with ice driving on last year’s event. 
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BTRDA Championship: 


Increased support from Esso to clubmen 


John Foden and Associates have 
been appointed to co-ordinate Esso 
motorsport activities throughout 
1977. Thus a specific Esso Motor- 
sport Centre has been set up at the 
company’s Offices in Reading, the 
address of which is PO Box 74, 
Reading, RG1 8BZ. 


Date 


March 6 
March 20 


April 2 
April 23 
April 30 


Event 
Esso Uniflo Dukeries 


Plains 
Bass Charrington 
Lakeland Stages 


June 18/19 Bath Festival Stages 


June 25 


July 17 
Sept 24 
Oct 9 


Lancia Pointer 
Raylor 
Ouse Valley Stages 


Oct 22 
Nov 5 


G.B. Gems Brock 
Wyedean Stages 


@ Jean Ragnotti will be competing 
on the Monte Carlo Rally in a 
privately entered Gl VW Golf GTI 
over the weekend of 22/23 January. 


Esso Uniflo South West Stages 


Esso Uniflo Rali Bro Myrddin 


The Esso Uniflo BTRDA Gold Star 
championship will be running with 
an increased prize fund again this 
year. Twelve rounds have been 
chosen, of which seven will count 
towards the overall championship. 
The full list of events is as follows: 


Status Club 


N_ Dukeries MC 
Exeter MC & Taunton MC 


N 

R_ Knutsford & DMC 

N Lincolnshire & Louth MC 

N Morecambe CC & Lons- 
dale MC 


Bath MC 

Vale of Cothi 
Teify Valley MC 
Sporting CC of Norfolk 
York MC 

Sporting Owner Drivers 
Club 


Soar Valley MC 
Forest Dean MC 


MC & 


R 
R 
R 
N 
R 


aw 


@ Chris Field won the up-to-1600cc 
G1 class by nearly four minutes on 
the ShellSport Dean after a trouble- 
free run in the GKN Avenger. 


Briefly... 


@ This Saturday’s Telford Forestry 
Stages starts from the Municipal 
Car Park, Dark Lane, Rhayader, 
Powys; and the first car leaves 
at 10.31, returning at approximately 
15.30. Details of spectator stages 
will be available at the start and 
leading crews’ include Laurie 
Richards in the Lloyds of Stafford 
RS2000 development car (fitted 
with G2 2200 engine) and Frank 
Pierson in his RS1800. 


@ T. W. Robinson Ltd, a North 
London demolition and Plant Hire 
Company, will be running a three- 
car team in the Castrol/AUTOSPORT 
championship this year, consisting 
of G1 RS2000s for John Cleary, Les 
Barrett and Barry Robinson. In addi- 
tion, T. W. Robinson will be offer- 
ing £10 to the best “ demolished 
car” finishing each event (!) and 
£100 to the best “proper job” at 
the end of the year, this, naturally, 
subject to no personal injury. Those 
who feel they may be eligible for 
the award should contact any mem- 
ber of the team after each event. 


@ Vauxhall Main Dealers, Baker 
West Limited, of Lower Farnham 
Road, Aldershot, will host a visit 
of the highly successful DTV Cas- 
trol Road Show tonight (Thursday). 
The Road Show, which consists of 
an evening of Motorsport films, slide 
presentations, an audience competi- 
tion and a forum featuring DTV’s 
Gerry Marshall, will also include the 
display of Gerry’s racing Magnum 
Coupe ‘Old Nail.” Speakers will 
include Roger Willis of Castrol, John 
Horton of Dunlop, and Roy Cooke 
of Vauxhall Motors. 


@ Notorious Irish clubman David 
Coombs is at it again. The former 
Wartburg pilot of last year’s Circuit 
of Ireland, who works for the 
Motortune Accessory business in 
Bangor, is getting himself prepared 
for this year’s Circuit, when he 
hopes to enter a Gl Mazda RX3 
with engine prepared by Bill Quine 
of Manx Racing Developments. 
Once again David is embarking on 
an all-or-nothing effort during this 
classic rally. 


@ The Esso Uniflo South West Stages 
is scheduled for Sunday, March 20. 
The rally is a qualifying round of the 
Esso Uniflo/BTRDA Gold Star, the 
ACSMC and the ASWMC Special 
Stage Rally Championships. The 
route covers just over 200 miles on 
maps 181, 191, 192 and 193 and in- 
cludes about 60 stage miles mostly 
on Forestry Commission land with 
Porlock Toll road and a few new 
stages also included. The start, finish 
and Rally HQ are all within a mile of 
the end of the M5 motorway and 
within a mile of each other — the 
start is at Devon and Exeter Race- 
course, Haldon; and the finish at 
rally HQ at the Mercury Motor Inn, 
Kennford where the management is 
offering 10 per cent off accommoda- 
tion rates for rally competitors. 

Regulations will be available in 
mid-January from Mrs Myra Cater, 
59 Ashleigh Road, Exmouth, Devon 
(9in x 6in sae please), the entry fee 
is £37.50 including two supper 
vouchers value £1 each; in an 
attempt to revive interest in rally 
teams the team entry fee is free. 

The are six classes including two 
for Group 1 cars, and the awards 
list is worth about £500. 
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| Mikkola whips 
Ford on Dean 


New season brings new cars and 
results shake-up 

Report: PETER NEWTON 
Photography : HUGH BISHOP 


HANNU MIKKOLA has been threatening 
to do this to us for some time. Last year, 
on both the Lindisfarne and Castrol ’76, 
his stage times between punctures indi- 
cated that he had the measure of the best 
Fords with his Team Toyota (Europe) 
Celica, and it was in this very same car 
(rather than his RAC Rally machine) that 
he returned for still more development in 
the competitive British arena and 
coincidentally dealt us out a lesson in 
driving prowess. 

Only a handful of drivers appear to 
share Hannu’s style. He sits impassive 
behind the wheel, seemingly half-asleep 
on a journey to the village stores, while 
in reality his bellowing red and white 
coupé is drifting through 110mph fifth 
gear curves traversing graceful arcs 
that spell complete command and almost 
arrogant assurance. For any foreign driver 
(and co-driver) to win one of our forestry 
events these days takes inordinate skill 
and tenacity as well as highly competitive 
transport. Hannu never lacked the former, 
and it now appears that he is also in pos- 
session of the latter. When the 2-litre 
Corolla appears (hopefully in April or 
May) for the first time, and it is currently 
under construction in Belgium, we can 
look forward to even greater things. 

The ShellSport Dean, once again 
capably presented and run by Owen James 
and the Newport Car Club, is always a 
fascinating event; not so much because of 
its content, but rather because of its 
significance. A new year and a new RAC 
championship never fail to revise peren- 
nial rally precedents. From the results 
attained in the Dean, one can often assess 
the future possibilities of various drivers 
and teams; and a number of prominent 
operators were out, either “under new 
management,” facing new responsibilities 
or debuting new cars in the forest. 

As usual at the beginning of a season, 
gossip was rife and stories fled around 
the bar of the Gateway Motel—concern- 
ing Leyland plans and co-drivers: shuffles, 
Ford involvement and participation; the 
latest (January) homologation rackets 
etc; but the single team most often dis- 
cussed at the weekend was DTV. Gerry 
Johnstone summed it up on Sunday even- 
ing as dishevelled, Nomex-suited figures 
clutching empty tankards, strove for atten- 
tion from the Gateway staff, “its been a 
disastrous day really, but I’m smiling!” 
Standing beside him was his number one 
driver, Pentti Airikkala, beaming benignly 
as he recalled the two stages he had 
driven without any mechanical problems. 
The Chevettes had arrived and the story 
of their first rally is one of the principal 
cornerstones of this report, as is Graham 
Elsmore’s excellent result in Group One; 
John Taylor’s fine drive; and the current 
crop of Ford crown wheel failures which 
afflicted their two British standard bearers 
on Sunday; just as it halted Makinen’s 
last drive for Boreham during the RAC. 
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Mikkola on Reddings One; he set the pace all day but was almost overtaken 


stages. 


MOTOR/RAC RALLY CHAMPIONSHIP 


SHELLSPORT DEAN 


ENTRY 


Thanks to the great efforts of Roger Clark, the 
British championship is now quite capable of 
standing on its own feet, so his and Ari Vata- 
nen’s absence, while definitely noticed, was not 
critical to the competitiveness nor the spectacle 
of the rally. 

Aside from the presence of Mikkola, who will 
be appearing in a number of selected British 
events this year; DTV, through almost super- 
human efforts, had brought their two Chevettes 
(one LHD for Pentti Airikkala) to Newport. 
Sclater’s car was first seen briefly on the RAC 
in Sparrow’s hands, yet there has been much 
work carried out to it in the interim, especially 
in the areas of fire proofing, body strengthening, 
axle location and propshaft, so testing has been 
very restricted. 

Building a left-hand-drive version posed its 
own unique problems, especially with regard to 
the position of the steering rack in relation to 
the exhaust manifold. However, these problems 
were overcome and Pentti’s car was finished on 
Saturday lunchtime, at which point he sat in it 
for the first time. Both drivers had previously 
been at Bagshot in Sclater’s car, the latter bran- 
dishing a large sheet of blank paper ready to 
note down suitable modifications. It is reported 
that when Chris returned with Pentti after a 
brutal session of testing, there was a single note 
at the top of the page... “centre the steering 
wheel.. .!” 


Certainly both drivers were most enthusiastic 
about the superb-looking machines (with an all- 
up weight of around 18cwt and at least 250bhp 
to drag them around, one can understand why) 
and on Sunday evening, Pentti expressed 
enthusiastic surprise that the cars seemed’ so 
nearly right at such an early stage. 


Having announced his resignation from Ley- 
land’s Rover Division, Russell Brookes was 
entering his first event as a professional full- 
time rally driver. He did it with his sole remain- 
ing car and a new co-driver; Fred Gallagher, 


te - ” ~ 
by disaster in the final 


who it seems will be offered a full season with 
Russell both here and abroad (or will he go 
elsewhere?) if they find mutual compatibility. 
Russell’s new car, which is being built by Peter 
Harrison, is expected to be ready for the Mintex. 

Andy Dawson, Ford’s other major contestant 
in the British championship, was driving the 
LHD ex-Makinen 1000 Lakes car which ‘was 
driven by Simo Lampinen on the RAC. His new 
RS1800, it seems, is some way off; and an 
appearance is now not predicted before the 
Granite City at the earliest. Although Andy is 
no stranger to “left hookers,” he found the re- 
acquaintance somewhat less than satisfactory, 
altering the roll centre, adding negative camber 
(and closing the driver’s window, again!) at the 
lunch halt before the car expired three stages 
from home, another victim of Boreham’s current 
spate of differential failures. 

John Taylor returned to rallying with his old 
G4 RS1800. John will be driving a Haynes- 
entered G2 development car in RAC rounds from 
the Mintex onwards, and he chose to bow out 
of G4 in fine style with a most determined drive 
into second place, despite a difficult afternoon 
spent in the ruts made by the rally’s morning 
passage. John’s wrists were twice badly broken 
in his national hunt jockey days, and the shock 
transmitted through the steering wheel on rough 
ground is sometimes most unpleasant. A mys- 
terious engine cut-out (resulting in a very in- 
consequential off during the morning) never 
reoccurred and John is evidently on his very best 
form at present. 

It is true to say that almost everyone had 
something new to report. Tony Drummond had 
rebuilt his old car, saving something like 14cwt 
over its predecessor. He had also built a new 
engine for it—his best ever apparently, and the 
car proved something of a flier before another 
Boreham gearbox (remember the RAC?) suc- 
cumbed to the Drummond treatment. After the 
first Russells,’ stage, the gearbox became _in- 
creasingly uncooperative and eventually caused 
two offs as the driver failed to find any of the 
necessary cogs. The second incident saw the 
Johnsons car go off backwards into a glutinous 
mire from which spectators grimly extracted it 
after four minutes. A gearbox borrowed from 
Dawson cured all ills during the early afternoon, 
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until 200 yards from the finish of Serridge 3, a 
broken halfshaft brought the day to a frustrating 
close. 


Nigel Rockey reappeared in his version of the 
two immaculate Norman Harvey-owned RS1800s, 
destined for a good run to third overall, while 
Will Sparrow was having a one-off drive for 
DOT in Tony Fall’s RAC Kadett. He thoroughly 
enjoyed the experience, getting to grips with the 
underpowered and “‘cammy” machine during the 
afternoon to finish tenth. He mentioned that he’d 
love another season in Group One, although at 
present he is still a completely free agent. 


Colin Malkin was having his first outing with 
the Del Lines-built Century Oils TR7. The Ralph 
Broad disc-braked rear axle had been leaking 
before the start and Malkin had not tested the 
car on the loose owing to last minute preparation 
delays; nevertheless it looked the part, although 
retiring after four stages when the camshaft 
broke in two (the only engine part which had 
not been crack-tested) after four stages. Del has 
been awaiting specialised parts for some time 
now, and although the front of the car was 
identically set-up to those of the works, the rear 
springs and dampers were of radically different 
settings, making the car a real handful for Colin 
on his return to rallying. Nevertheless the driver 
seemed enthusiastic about prospects, although a 
five speed gearbox is clearly a priority. 


Chequered Flag plans have been the subject of 
some speculation lately; but Billy Coleman, as 
expected, returned to drive the car on this event, 
although it is far from certain that he will drive 
it again; there being another deal for him to 
consider. Peter Bryant was another peripatetic 
occupant of the right hand seat (it seems that 
he will be co-driving for Ari on home inter- 
nationals and at least the Rally of Portugal) 
while the car itself had Aeroquip oil pipes and 
re-located front suspension lower balljoints 
following the upright failures on the RAC, as 
well as a rebuilt Racing Services V6 engine. 

Among the Group One fraternity, centre of 
interest were the three RS2000s which Boreham 
have indirectly entrusted to three ‘would-be 
“superstars’’ during the ’77 Season. None of 
them had been driven in anger by their new 
“owners” before. Malcolm Wilson collected his 
version from Ford the previous day, there being 
much still to do on the car; (he was busy replac- 
ing throttle cables, a gearlever and axle/rear 
spring bolts on the rally) while the Withers ver- 
sion (an ex-Tour of Britain car rebuilt by David 
Sutton) was not scrutineered before Sunday 
morning owing to last minute axle bothers. 

Only the Thomas Motors/Shell version, again 
built at Boreham, for Graham Elsmore seemed 
truly ready for battle; and Graham certainly was, 
setting a number of stage times which reinforced 
his reputation as uncrowned King of the Dean, 
and causing many red faces among the G4 camp. 
His stage times bear close scrutiny, especially in 
view of his total lack of knowledge of the car. 

To finish well within the top ten of a British 
national is of course exactly what he should be 
doing; but he showed an admirably professional 
approach to this first “works” outing which 
did not seem to be much in evidence elsewhere. 
It is to be hoped that following such an excellent 
start, he will go on to enjoy a highly successful 
season. Neither Pat Ryan (who suffered from a 
lack of rear brakes and then a time-consuming 
off before lunch) nor McRae (who nevertheless 
drove well) had an answer to Graham on his 
home ground. It was sad that there were those 
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Another fine performance came from Graham Elsmore in his first Gpl drive for Thomas Motors. 


at the finish who responded to such a perfor- 
mance with puerile and churlish cries of ‘ short- 
cutting!” and “bent engines.” Bigotry it seems, 
knows no bounds. 

It was indeed remarkable that so many drivers 
arrived at the Dean having tested their cars 
“only on the motorway coming down here.” 
Among this flourishing community was Robin 
Eyre Maunsell, having his first outing in the 
ex-Rockey RAC G4 Avenger. He reported that 
on the motorway it handled beautifully but 
seemed to have about eight gears, all of which 
changed places at random! Nevertheless he 
seemed to enjoy a brief run which came to an 
end after four stages with sheared wheel studs. 
Pat Ryan had a naw engine to commence the 
season, the RAC version having ingested vast 
quantities of ford water in Keilder and wrecked 
itself; while Gavin Waugh was using the ex-Eyre 
Maunsell 1800 RAC engine in his Group One 
car for the first time. Henry Inurrieta returned 
to another engine (suspected piston) failure in 
Serridge during the morning, while Fred Hender- 
son debuted his Oates Garages Corolla SR35 
fitted with the ex-Ove Andersson 16-valve 1600 
engine. After a very satisfactory morning during 
which the new and powerful motor illuminated 
several rear suspension deficiencies, the injection 
metering unit failed after lunch and the car 
could not be re-started. 

In something of a PR coup, and at once a 
magnanimous gesture to the sport of rallying, 
Stuart Turner recently offered the loan of some 
ex-Rally School Escorts for use as_ spectator 
control cars on major British events this year. 
Equipped with PA system and tape recordings 
of Russell Brookes et al pointing out the dangers 
of wayward rally cars etc, the offer of these 
units was eagerly accepted by the organisers, 
as the Dean is now an exceptionally sensitive 
area, following the Scheme accident on the RAC. 
In collaboration with the great efforts put in by 


A very ‘European’ looking scene. . 
overall despite a number of serious problems, 


the club’s marshals, these cars seemed to have 
a most salutary effect on the crowds and the 
result was a most orderly rally in terms of spec- 
tator control, the only real drama occurring when 
one of these cars was caught by Rockey on the 
final stage! A pity that that the RAC could not 
have volunteered such a scheme and proliferated 
support from all rally-involved manufacturers on 
such a project. 


RALLY 


Despite a scare initiated by one of our elected 
representatives, who, like bureaucracy in general 
sees fit to attempt a ban on anything which 
looks like fun and might be dangerous, the 
ShellSport Dean ran smoothly to plan. Further 
efforts by Mr John Watkinson, Labour MP for 
West Gloucestershire, had resulted in a midweek 
call from the Forestry Commission who insisted 
that the club should PR “everyone within ear- 
shot of the route”! 

Consternation among Newport Car Club mem- 
bers gave way to dogged perseverence and the 
mammoth task was begun. Club representatives 
rapidly discovered that the Commission had 
often beaten them to it; that the RAC Rally 
had never been “ PRed” in the Dean, and that 
most residents were highly enthusiastic about 
rallying. 

The organisers had laid on over 95 miles of 
stages within the compact and scenic Forest of 
Dean/Wye Valley area. The stages, following 
severe frost and sudden thaw, were very slippery, 
tending to cut-up in places. The conditions posed 
a tyre problem which the principal three runners 
of the day solved in three separate ways which 
probably proved that it did not in any case 
matter that much. Russell Brookes remained on 
A2s all day; Mikkola was content with wide 
section M&S varieties, while John Taylor stayed 
on narrow M&S rubber. Most Dunlop competitors 
tended to follow Brookes’s lead. 

The first stage was cancelled owing to the 
action of the landowning farmer, so the battle 
was joined in earnest among the pines and 
deciduous trees of Reddings where Pentti 
Airikkala thrilled a small gathering with a most 
dramatic spin and subsequent off which cost him 
about 40 seconds. The Chevettes were certainly 
highly dramatic and obviously extremely fast; it 
remained to be seen whether they would also 
last. 

Mikkola led Brookes by one second at lunch 
(taken iin usual fashion at Symonds Yat) and it 
transpired that both these two had encountered 
problems. Mikkola incurred a front wheel punc- 
ture and drove on it for three miles to the 
finish of the second Reddings, losing approxima- 
tely 30 seconds; while Brookes spun at the hair- 
pin in Mailscot and the hot engine refused to 
re-start. He spun on more than one occasion, and 
was in fact experiencing trouble with rear brakes 
locking (after an application of both footbrake 
and hydraulic handbrake on the tighter corners). 
He too reckoned that some 30 seconds had been 
lost, and these two drivers were some six and 
seven seconds respectively ahead of John Taylor 


. Billy Coleman brought the ’Flag Stratos back to eighth 


"shed SS Ted 
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who mentioned that but for his mysterious engine 
cut-out and momentary off, he would have been 
leading by some five or six seconds. The RAC 
championship seemed to have lost none of last 
year’s. competitiveness! Rockey, Dawson and 
Faulkner occupied the following positions within 
a minute of the leaders’ times and Graham 
Elsmore lay seventh overall on his first Group 
One drive. 

The afternoon promised great excitement, while 
the morning, if short on momentus events, was 
certainly not devoid of drama. Under a sky 
which constantly vacillated over the prospects 
of sun, rain or snow, the morning’s retirements 
were gradually unravelled. David Stokes switched 
off hurriedly as smoke billowed from his engine’s 
cylinder head breather, indicating piston or 
piston ring failure; Pat Ryan had lost seven 
minutes with an off and had been forced to let 
the tyre down in order to drive the Dolomite 
out of the stage, incurring further late delay and 
handing Group One to Ford and Vauxhall; Chris 
Sclater, with rather too many revs on_ his 
tachometer telltale, had his Chevette engine drop 
a valve just before lunch; and the inimitable 
David Lang had “tripped up ” his RS2000 on the 
rutted hairpin in Mailscot. The car tipped over 
very gently, but just enough to remove the 
windscreen. Watchers were thus presented with 
the unforgettable sight of Mike Greasley lurking 
“behind bars”—the safety screen resembling 
an excellent mobile punitive and _ correction 
centre! The crew were not allowed to restart 
after lunch on account of the accident damage. 


While one Chevette had retired, the other still 
performed, and during lunch it was possible to 
grab a few moments with Gerry who kindly 
explained some of the problems. The new Vaux- 
hall uses upper and lower parellel longitudinal 
links to locate the back axle. Rather than gamble 
entirely on the solutions put into practice on 
Sclater’s car, Gerry had located Airikkala’s 
axle in a marginally different manner, utilising 
some familiar parts from a friendly local dealer 
nearby when it was discovered how convenient 
certain close measurements proved to be. The 
links proved too weak and the morning’s servic- 
ing turned into a constant battle to replace links 
and add additional brazing strength to the 
narrow gauge metal. The nearside lower link 
snapped three times during the morning and by 
lunch, the front mounting bolts of the links had 
also snapped, allowing the axle gross freeplay. 
The brazing of the links served as a temporary 
measure and it was clear that a thicker gauge 
of metal would be sufficient to overcome the 
problem. 

However, the movement of the axle had 
weakened the universal joint at the rear end 
of the one-piece propshaft and in Reddings 3, the 
first stage after lunch, it gave way. A new prop- 
shaft was promptly fitted but the pinion flange 
was irretrievably bent and the replacement prop- 
shaft would not revolve in exactly the correct 
plane—something which might have become 
highly dangerous at high revs. The car was 
wheeled away. The Chevettes are immaculately 
prepared, despite the problems of fireproofing 
with an opening rear door, and the lack of space 
to mount battery and fuel tank and oil tank 
(the cars run a wet sump) sufficiently low to 
maintain the superbly low centre of gravity. 
DTV must surely win rallies this year. 

Chequered Flag encountered one of those 
mornings which Graham Warner must know only 
too well. It rapidly became apparent to Billy 
Coleman that the ride height was too low for the 
conditions, as the car would frequently skate 
along the crown of the road. Before this simple 
five-minute operation could be completed how- 
ever, a coil spring/damper unit split in half, 
and. Billy was forced to drive three stages on 
the bump stop before it could be replaced. 

Problems were certainly mounting-up, for the 
engirie had been on five cylinders from the start 
after a jet broke in one of the Weber car- 
burettors, and finally, on a square right about 
halfway through Edgehill (the final stage before 
lunch), the Stratos inexplicably dived left as 
Billy braked for the corner and the Lancia 
charged a bank, fortunately at very low speed. 
One by one the problems were sorted, however, 
allowing a relatively trouble-free afternoon during 
which Billy, who seemed to impress his co- 
driver with smooth and disciplined driving, pulled 
up six places to finish eighth. 

The battle between Mikkola and Brookes was 
shortlived. Reddings 3 was the scene of a throttle 
linkage failure on the Andrews Heat car; which 
dropped Brookes a further 30 seconds away 
from the flying Mikkola. Two stages later, on 
the first right hand bend of Sallowvallets 2, the 
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differential failed and that was that. It seemed 
that Hannu merely had to finish now, to secure 
a long overdue victory. As darkness descended 
the certainty of victory suddenly evolved into 
drama as the Toyota appeared at the Remploy 
service area wreathed in steam. The alternator 
bracket had broken, throwing the fan belt off 
its pulleys (one of which drives the oil pump). 
The bracket had broken in Bromley and the 
engine rapidly boiled, while the loss of an alter- 
nator spelt failing lights and the loss of an oil 
pump irretrievably sickened the ‘internals of the 
expensive Schnitzer engine. 

It thus became a question of whether the ailing 
Toyota would make the finish, even at reduced 
speed. Happily for the “invaders” it did, and 
thanks to a time “ cushion” pulled-out over John 
Taylor during the afternoon, Hannu kept his 
leading position to score a most popular and 
encouraging victory over the Fords. This was a 
fitting finale to a well-run event and results were 
finalised by 9.00pm—a fine effort on behalf of 
the organisers. The coming season looks to be 
most interesting. 


ShellSport Dean 
Motor RAC Championships, Round 1 
January 9 


1, H. Mikkola/A, Hertz (Toyota Celica) 112m 39s; 

2, J. Taylor/J. Jensen (Ford Escort RS1800) 113.08; 

3, N,. Rockey/D. Tucker (RS1800) 113.55; 

4, P. Faulkner/M. Peters (RS1800) 114.26; 

5, G. Elsmore/S. Harrold (RS2000) 115.46; 

6, D. Gallacher/D. McHarg (RS1600) 117.44; 

7, J. McRae/i, Muir (Vauxhall Magnum) 118.40; 8 B. 


Coleman/P. Bryant (Lancia Stratos) 118.51; 9, W. Sparrow/ 
M. Broad (Opel Kadett GTE) 119.15; 10, G. Waugh/P, 
Handy (Chrysler Avenger) 112.05. 


Group 1 

1, G. Elsmore/S. Harrold (RS2000) 115m 46s; 

2, J. McRae/!. Muir (Vauxhall Magnum) 118.40; 

3, W. Sparrow/M. Broad (Opel Kadett GTE) 119.15. 


Stage times 
SS1 Tidenham 1 
Cancelled 


Pam Le 2, 0 
. ola 2.54; 2, awson 2.56; 3 = Brookes d Rock: 
2.59; 5 = Taylor and Faulkner 3.01. re pa 


SS3 Reddings 2 
1, Taylor 8.04; 2, Dawson 8.13; 3, Elsmore 8.14; 4, Ryan 
8.18; 5 = Faulkner, Rockey and Gallacher 8.19, 


aos ararcet : 
m rookes 6.40; 2, Mikkola 6.43; 3, Tayl 46; = 
Faulkner and Rockey 6.49, : Pina lacie. i 


Paul Faulkner sets up his RS1800 for a square right-hand bend 
produced a reliable fourth overall. 


SS5 Sallowvallets 1 
1 = Airikkala, Brookes and Drummond 3.30; 3, Mikkola 
3.40; 4 = Taylor and Rockey 3.41. 


SS6 Serridge 1 
1 = Brookes and Drummond 7.26; 3, 
Dawson 7.31; 5, Mikkola 7.32. 


SS7 Russells 1 
1, Drummond 4.24; 2, Mikkola 4.25; 3, Brookes 4.29; 4, 
Rockey 4.30; 5 = Dawson, Taylor and Faulkner 4.31. 


Rockey 7.27; 4, 


SS8 Speech House 1 
1 =_Mikkola and Brookes 2.47; 3 = Taylor, Drummond 
and Rockey 2.48. 


SS9 Speech House 2 
1, Brookes 5.00; 2, Taylor 5.02; 3, Mikkola 5.05; 4, Rockey 
5.07; 5 = Dawson, Drummond and Faulkner 5.10. 


SS10 Speech House 3 
1, Mikkola 5.33; 2, Taylor 5.41; 3, Brookes 5.44; 4, Rockey 
5.51; 5, Faulkner 5.52. 


SS1l Kensley 1 
1, Mikkola 2.12; 2, Taylor 2.15; 3, Rockey 2.16; 4 = 
Dawson, Faulkner and Gallacher 2.19, 


SS12 Serridge 2 
1, Brookes 2.39; 2 = Mikkola and Taylor 2.40; 3, Rockey 
1; 4 = Dawson and Elsmore 2.48. 


$S13 Edgehill 
1, Mikkola 3.21; 2, Drummond 3.24; 3, Taylor 3.26; 4, 
Brookes 3.27; 5, Faulkner 3.29. 


SS14 Reddings 3 
1, Mikkola 10.08; 2, Elsmore 10.18; 3, Taylor 10.21; 4, 
Dawson 10.23; 5, Faulkner 10.28. 


$S15 Mailscot 2 
1, Mikkola 6.48; 2, Brookes 6.50; 3, Faulkner 6.53; 4, 
Dawson 6.57; 5, Elsmore 7.00. 


SS16 Satlowvallets 2 
1, Dawson 4.20; 2 = Mikkola and Taylor 4.21; 3, Faulkner 
4.24; 4 = Rockey and Coleman 4.26, 


SS17 Serridge 3 
1, Dawson 7.40; 2, Mikkola 7.44; 3, Rockey 7.45; 4, Taylor 
7.47; 5, Faulkner 7.53. 


SS18 Kensley 2 
i, Coleman 2.16; 2 = Faulkner and Rockey 2.18; 4, Taylor 
2.19; 5, Dawson 2,20. 


SS19 Nagshead 
1 = Mikkola and Taylor 2,37; 3, Faulkner 2.38; 4, Rockey 
3.14; 5, Coleman 3.18. 


SS20 Bromley 
1, Taylor 2.39; 2, Mikkola 2.41; 3, Rockey 2.44; 4, Coleman 
2.45; 5, Faulkner 2.47. 


$S21 Parkhill 
1 = Mikkola and Taylor 2.37; 3, Faulkner 2.38; 4, Rockey 
2.39; 5 = Gallacher, Sparrow and Batchelor 2.45, 


$S22 Russells 2 
1, Rockey 4.38; 2, Mikkola 4.43; 3 = Faulkner and ‘Elsmore 
4.51; 5, Taylor 4.53. 


SS23 Speech House 4 


1, Rockey 12.14; 2, Faulkner 12.15; 3 = Taylo q 
12.18; 5, Mikkola 12,37, oS oe ae 


in Speech House. Consistent times 
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OK, 1976 did 


Last year, for reasons which have 
remained obscure to this writer, AUTO- 
SPORT’s survey of British national racing 
was given the headline “Shades of 
mediocrity” by our phantom caption 
writer when, in fact, despite the country’s 
deteriorating financial condition, 1975 
had not been a bad year at all. It would 
be a much more appropriate description 
of 1976 for, with the notable exceptions 
of Formula Ford 1600 and production 
saloons, there was little to become un- 
duly excited about. Given the present 
Government’s continued inability to pro- 
tect “the pound in your pocket,” it was 
hardly surprising that what money there 
was had to stretch a long way. Outside 
Formula Ford and the heavily trade- 
supported RAC Touring. Car Champion- 
ship, there were few new cars to be seen. 
There was a distinct air of déja vu about 
the whole scene. 


Most circuits had quiet years with relatively 
small crowds despite the efforts of Radio One 
and the circuit owners, without which many 
club racers might have been playing to empty 
houses. In some cases it seems that circuits get 
what they deserve. You can hardly blame people 
for not wanting to return for a repeat dose of 
similar medicine comprising six 10-minute races 
stretched over three to four hours, to be watch- 
ed while. standing in mud behind chicken wire 
while the only sustenance comprises some 


os 
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"Shades of mediocrity 


IAN TITCHMARSH reviews the busy formulae that make up Britain's 
club racing, and what happened to them and their drivers during 1976 


strange synthetic meat stuffed “between two 
halves of a “bread” roll. Considering the in- 
vestment of time and money on display, is it 
not disgraceful that many club meetings are 
watched by fewer paying spectators than the 
lowliest of Fourth Division football clubs? 

By careful housekeeping, and wooing of spon- 
sors, most circuits presumably manage to stay 
in the black although Knockhill, hardly: ideally 
situated on the side of a moor in the middle of 
Scotland, had barely been born before it was 
bankrupt. But without spectators, the sponsors 
will lose interest and more circuits will either 
close or be compelled to charge competitors, 
through their clubs, astronomically high entry 
fees. Club racing has long ago left behind the 
days -when a friendly landowner would make 
available his otherwise useless airfield for the 
local motor club. 

Last year AuTosPporT castigated drivers for 
failing to promote themselves and_ thereby 
benefit racing as a whole. The response has 
been minimal. Worse still, in arguably the most 
important national championship of all, the 
BBC Radio One series, competitors have often 
been more interested in cheating or bickering 
among themselves than presenting an attractive 
image to the world at large. The RAC, with its 
inability to see further than its own inadequa- 
tely drawn rules, doesn’t help. There is no 
overall authority dedicated to promoting motor 
racing without any vested interests at heart. 
Peter Browning at the BRSCC tries but finds 
himself frustrated by the recalcitrance of the 
RAC Motor Sport Council, which has members with 
vested interests, the lethargy of competitors in 
general, and the commercial considerations of 
the circuit owners, the last perhaps the least 
reprehensible. Why can there not be a Bill 
France/NASCAR situation controlling British 


racing, selling the sport like any other product? 
It will never happen without a major upheaval 
such as occurred not so many years ago in 
France, since when that country has hardly 
looked back with its motor racing successes. 

There is so much that is good about British 
racing, if only it could be harnessed to every- 
one’s mutual benefit and people began to see 
beyond the ends of their noses. At the moment 
we all seem to exist on the edge of a precipice, 

Nothing will happen, of course. The Dean 
will continue to think that all is well with his 
congregation and we shall continue to be 
inflicted with half-baked ideas like Sports 2000. 
The BBC, openly disenchanted with the aggro 
in the Radio One championship, has ditched it. 
If Indylantic’s experiences are anything to go by, 
local radio stations will be an inadequate substi- 
tute. Another sponsor expresses itself unhappy 
about the unruly behaviour on the tracks of 
drivers in its championship. Nothing is ever done, 
it seems, until it is too late. 


FORMULA ATLANTIC 


For reasons which must have seemed right at 
the time, John Webb and Motor Circuit Develop- 
ments Ltd decided to disengage themselves from 
another of the formulae they originally fostered 
and Atlantic fell into the eager hands of Peter 
Wardle and his cronies. Despite his incurable 
habit of putting people’s backs up, Wardle did 
approach the task of promoting what had become 
his baby with some fresh and interesting ideas. 
Some were good, others bad and the price of 
those that failed was high. The name was 
changed to Indylantic, a nasty and meaningless 
bastardisation which, if anything, only served 
to create an artificial credibility gap between 
“British” Atlantic and the highly successful 
Canadian and South African series. Bags of gold 
were dangled in front of potential competitors 
but the not ungenerous guaranteed minima 
were rarely exceeded when gate receipts fell 
far short of expectations. Ironically, after the 
Webb/MCD withdrawal, many of the races were 
held at Brands Hatch, which hardly spread the 
good word to the provinces, and left the 
southerners rather surfeited. 

As a class of racing, Atlantic cars have a 
lot to offer, They are faster, more noisy and 
generally more attractive to the eye and ear 
than the current F3 machinery, and they are 
also nearer to a Formula 2 car, If F Atlantic was 
F3, not only British but also world wide racing 
would benefit enormously. This is something 
else which will never happen for a variety of 
short-sighted reasons, 

Not surprisingly, there were not so many 
takers for Indylantic in its first year under 
Wardle and Co., but there was some good 
quality. At first it seemed that that well-known 
“forgotten man” of motor racing, Tony Trim- 


Fiona Richmond showed a boob for Indylantic, 
and it was promptly adopted by the organisers. 
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mer, was about to get another break but his 
works Lola was sold from under him and he 
was left twiddling his thumbs until a mysterious 
benefactor (Maki?) bought him another Lola. 
By then his early championship lead had been 
lost to the Americans Ted Wentz and Tony 
Rouff, and these two fought it out to the last 
round and beyond—a RAC tribunal ultimately 
confirming Wentz as champion, His F2 plans with 
Lola having failed to come to fruition, Wentz was 
left without a drive until Swan Lager came up 
with the money for Lola to run a works T460. 
The printing firm of Netherton & Worth paid for 
Brian Lewis to run one of his new Boxers for 
Rouff, who had almost faded from the scene in 
1975 after falling foul of the Ehrlich in F3. Con- 
siderable needle developed between the two 
Americans, culminating in contact and protest 
from Rouff in the penultimate round at Brands 
Hatch. Earlier Wentz had come unstuck at the 
hands of the normally very fair Richard Scott 
at Croft, the Scotsman’s involvement in the 
Indylantic races with one of the Dickson’s of 
Perth Modus M3s petering out before the end of 
the year in favour of Ingliston formule libre 
races, Another force to be reckoned with in mid- 
season was Terry Perkins, who took over from 
Cyd Williams in Graham Eden’s, Harrisons-spon- 
sored Sana although he seemed to have more 
trouble than most with the topsy-turvy “ super 
sprint” heats which latterly preceded the main 
event and had the faster cars tripping over back 
markers. 

The cars already mentioned were all new for 
1976. The rest of the competitive runners relied 
on 1975 Chevron B29s, among them Alo Lawler, 
Phil Dowsett, Ken Bailey, Jeremy Rossiter and, 
on his few appearances, ex-JPS Fl driver Jim 
Crawford, There were few also-rans so the grids 
remained small but quite closely matched, despite 
the dominance of Wentz, Rouff and Trimmer in 
terms of wins, Wardle remains in charge for 1977 
so anything could happen. One idea, which seems 
likely to have more foundation in fantasy than 
fact, is to include star drivers a@ la Trois 
Riviéres in Canada. The money will have to be 
very good before James Hunt agrees to circulate 
Brands Hatch club circuit 50 times for Peter 
Wardle. Hopefully, some way will be found of 
preserving this excellent class of racing car in 
England, In Ireland a faithful little band still 
races Atlantic. Expatriate Irishman Alo Lawler 
commuted between the two countries and 
wrested his homeland’s championship from the 
perennial Patsy McGarrity and Des Donnelly. 


FORMULA FORD 2000 


In some quarters it appears to be heresy to sug- 
gest that this class of racing is boring and 
unnecessary but, just as the French are finding 
Super Renault rather pointless, so “‘ Super Ford” 
has all the hallmarks of a blind alley for F3 has- 
beens and second rank FFord 1600 drivers. 
All right, so the cars are faster than FF1600s, 
have wings and slick tyres, and cost a fraction 
of a competitive F3 or Atlantic, but the likes of 
Emerson Fittipaldi, Jody Scheckter and, most 
recently Rupert Keegan and Geoff Lees, do not 
seem to have suffered over much by stepping 
straight from  skinny-tyred FF1600s to full- 
blooded F3 cars. By comparison with FF1600 
during the year, FF2000 was a tedious procession 
to watch and one couldn’t help feeling that there 
was more young talent in the first six places 
of any championshiv round of FF1600 than in 
the first three of FF2000. Any FF1600 driver is 
better off where he is until he has done enough 
to persuade someone to buy him an F3 car than 
wasting his time and money in FF2000, 

The final outcome of ithe Allied Polymer-spon- 
sored championship was closer itthan most of the 
races, former F3 champion Ian Taylor pipping 
Tiff Needell by one point after a strong late run 
in his Dulon MP18, Inasmuch as it has given 1973 
Forward Trust champion Taylor a second bite 
at the F3 cherry, it may have served some pur- 
pose for him but he is hardly the type of driver 
for whom the formula was conceived. Needell, 
preferred, for mysterious reasons which will no 
doubt remain forever locked in the breasts of 
the judging panel, over Rupert Keegan for the 
major Grovewood Award, is really the only driver 
from the top six in the championship who could 
truly be described as someone progressing from 
FF1600 although he had already proved his point 
in some late 1975 races in Mac MckKinstry’s 
Hawke DL14. A year later, the only new fact 
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“Unipart—millions of parts for millions of cars,” a driver sets up his own spare parts department 
in a field at Cadwell. Below, Clubmen play follow my leader, or, as Peter Evans said, “1976 was the 
year of the six-wheeled Tyrrell and the three-wheeled Haggispeed” (the second car is the Haggi- 


speed with Alan Webb driving). E 
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to emerge was that Taylor was better despite 
two years of relative idleness, 

In third and sixth places were two familiar 
faces from the Clubmen’s Formula, Geoff Friswell 
and Frank Sytner. Friswell, not only a Clubmen’s 
champion but also a very accomplished F Atlantic 
driver of yore, used a Hawke DLI14 in the man- 
ner to be expected from someone of his proven 
ability but, although strongly in contention for 
outright victory until almost the last round, it 
never really seemed to be his scene. Sytner, who 
ran several FF1600 cars a few years back before 
turning to Clubmen’s, clearly enjoyed his return 
to single-seaters in a Dulon when things were 
going well, which rather ittoo often they weren’t. 
Fourth in the championship was Venezuelan Super 
Vee champion Oscar Notz, using an FF2000 
Crosslé 31F as an entrée to European racing. 
Despite his unfamiliarity with the circuits, Notz 
soon showed himself to be a formidable compe- 
titor, highly respected and popular with the other 
drivers. Fifth was another former F3 man and 
FF1600 champion, Bernard Vermilio, enjoying 
his second season of FF2000 with a new Merlyn 
Mk28 but somehow failing to achieve the results 
of which he had once seemed capable. 

Taylor won five of the 20 rounds in the cham- 
pionship to the four each of Needell and Fris- 
well. Notz and Vermilio took two apiece, while 
Sytner had one at Silverstone as did seventh 
man Stuart Baird with his Hawke DL14. In terms 
of results, as opposed to flights of fancy in 
practice, the rest were nowhere although more 
might have been achieved by David MacPherson 
and his Dulon had not the money run out after 
an early season win. 

“They” say it will all be better this year; it 
would be nice to think so, but why can’t all this 


’ 


time, effort and money be directed towards cate- 
gories which mean something like F3 or Atlantic? 


FORMULA FORD 1600 


Costs continue to rise as the cars become more 
sophisticated in design but this formula has 
consolidated its position as the one and only 
sure way for young drivers to find out whether 
they have enough talent to make a career out 
of motor racing and at a price which they can 
just about afford. FF1600 can only be a stepping 
stone to stardom but it has become a‘ vital one 
and its popularity among drivers shows how im- 
portant it is. The year 1976 was the tenth in its 
existence without major alterations, the only really 
significant ones in ithat time being the substitu- 
tion of the 1600 cross flow engine for the original 
1500 Cortina GT unit in the early days, and the 
adoption of one type of Dunlop racing tyre a 
couple of years ago. Sensible regulations have 
kept costs within reasonable limits, cars only 
gradually become obsolete (a 1968 Merlyn Mk XI 
is still a useful tool) and the racing is always 
close and competitive at any level on any circuit. 

The racing had about it some of the atmosphere 
of 1-litre F3 in the 1960s. The same kind of 
driver seemed to be involved, some wealthy or 
sponsored; others less affluent but making up 
for this with determination and mechanical ex- 
pertise. There were Canadians, South Africans, 
Brazilians, Swiss, Australians, Frenchmen, Bel- 
gians, not to mention the Irish, all contesting 
the various British championships with the in- 
digenous drivers. Many of them spent ittheir whole 
time preparing and testing their cars ready for 
the following weekend so that, at the top of 


We’d have said the car on the right has more Demon Tweeks and more shocks than the lead 


car which bears these legends. 


Shades of mediocrity 
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the championship fields, there were few who 
could honestly describe themselves as amateurs 
any more. 

Adding very much ito the flavour of the year 
was the small but talented Irish invasion, the 
extrovert David Kennedy and Derek Daly and 
the quieter Bernard Devaney creating a consider- 
able impact (sometimes literally) wherever they 
went. Kennedy’s single-mindedness with his sinis- 
ter black Crosslé brought him both the prestigious 
new RAC National title and also the MCD Town- 
send Thoresen series, probably second in impor- 
tance. Daly started with the unimpressive Van 
Diemen RF76, which was discarded by several 
other drivers before too long, and then switched 
to one of the effective Hawke DL15s. As he 
showed at the Formula Ford Festival, Daly was 
unbeatable on his day when the car was running 
right, and in a Crosslé he might well have been 
more than a match for Kennedy. Both should be 
in F3 next year while Devaney, whose season 
was spoiled by the Alan Smith engine dramas, 
which cost him a good placing in Silverstone’s 
Brush Fusegear championship, and later by acci- 
dents, should be able to carry on in 1977 where 
his fellow Dubliners have left off. 

The great British prospect to emerge was 
Derek Warwick, a former World Champion in 
Super Stocks although still in his early twenties 
and with only one previous season of circuit 
racing behind him. With a Hawke DL15, Warwick 
challenged for all available championships to 
start with, hoping to do a Geoff Lees, but ended 
up with no British title, only the European one. 
Warwick, like Kennedy, suffered disqualification 
during the year for the common offence of weav- 
ing. It would be totally unfair to suggest that 
either driver won so many races because of his 
ability to block, but Warwick in particular seemed 
to be less discreet than most about the way he 
went about it. Another British driver with a 
Hawke DL15 who was often in contention was 
Rick Morris, with several seasons of FF1600 
already under his belt. The Townsend Thoresen 
was his forte and in the wet in particular he 
was a strong contender. No doubt he would have 
preferred a slightly shorter heat wave during 
the summer! John Bright and Matthew Argenti 
were two Royale drivers often among the leaders 
although Bright was another to suffer points loss 
from his Alan Smith engine while Argenti, like 
Daly, started off with an unsatisfactory Van 
Diemen. Northern Irish by birth, but Northamp- 
ton domiciled as any regular Silverstone visitor 
will know, Jim Walsh struggled against lack of 
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finance with a selective programme of events 
which brought him the Silverstone-based Brush 
Fusegear championship with ease, and a good 
placing in the BARC DJM Records series. How- 
ever, the latter achievement tends to be over- 
looked and this talented driver still struggles 
against a “Silverstone specialist” tag. 

Apart from the British and Irish, the out- 
standing drivers came from South Africa and 
Canada. Kenny Gray, forced to play second fiddle 
to Geoff Lees in 1975 with the works Van 
Diemen, hoped to move on from FF1600 but in- 
stead had to settle for his third season, this time 
with a Royale RP21. Gray’s experience, allied to 
his considerable driving ability, made him a 
formidable competitor who was rarely, if ever, 
guilty of the kind of tactics to which most of 
the others resorted at one time or another. He 
took over from Warwick as Kennedy’s closest 
rival in the Townsend Thoresen chase towards 
the end of the year, but lost his chance of 
wresting the title from the Irishman in the final 
round which, for no good reason that was ever 
publicised, was combined with the Formula Ford 
Festival. Another South African of promise was 
Trevor van Rooyen, over for his first season with 
a Royale. Rod Bremner, the Canadian Driver to 
Europe in 1975, stayed on for another year with 
his Crosslé 30F, survived several lurid accidents, 
and with some determined end-of-season drives, 
found himself able to pip the seemingly invincible 
Warwick for the DJM title. 

Those were the big names of FF1600 through- 
out the year. Others shone from time to time 
or achieved their successes more locally, such as 


Peter Harrington, with a little used and immacu- 
late Lotus 69F in the north; Stuart Lawson with 
a Hawke DL15 in Scotland; young Mick Roe in 
Ireland with a Royale RP21, who must be a man 
to watch this year; Philip Bullman, a young 
newcomer whose drives in Crosslé and Hawke 
sometimes suggested that he has the talent to go 
wtih his money and his mouth; Bobby Scott, the 
South African Driver to Europe, whose Merlyn 
Mk 29 may not have done him justice; Frank 
Bayes with the Image and David Heale’s Rey- 
nard, two rare cars which featured strongly in 
the DJM races. 

The BRSCC in conjunction with Dunlop 
organised a Star of Tomorrow series for novice 
FF1600 drivers. At first it was dominated by 
Australian rally driver David Lang in a works- 
assisted Tiga until he became good enough to 
score points in the other series and became a 
Starlet of Today. The races were then disputed 
among the young British drivers for whom it 
had been designed, with Sean Walker in a Royale 
RP21 emerging as champion, although two who 
performed miracles with much older equipment 
were David Leslie in a Crossle 16F and Nigel 
Mansell in a Hawke DL11. Had Mansell started 
the season earlier he would surely have run 
Walker close and must be a man to watch. 

The winners’ cars generally came from either 
Crosslé, Royale or Hawke, engines from Minister 
or Scholar with some success for Rowland and 
Smith. Yes, it was a magnificent year to which 
this brief résumé hardly does justice, Let’s hope 
this year is as good. 


MONOPOSTO AND FORMULA 4 


For the third year in succession the very ex- 
perienced Alan Baillie won the Varley Batteries- 
sponsored Monoposto Formula championship for 
proprietary single-seaters built before 1969 or 
one-offs, powered by 1600cc pushrod engines. 
Baillie’s Viking was of the latter variety; it was 
very reliable and always smartly turned out in 
its March bodywork. He was some way ahead 
of second man Trevor Scarratt, another 
seasoned campaigner in Monoposto racing with 
a Brabham BT21B, the preparation of which was 
also a credit to the formula. However, winner 
of any Monoposto concours d’elégance would 
inevitably have been “The Streaker’s” Lotus 35 
which this newcomer, who prefers to remain 
anonymous until he has made his name(!), drove 
as immaculately as he prepared and polished it, 
with advice from former F3 expert John 
Fenning, and he took a very creditable third in 
the championship close behind Scarratt. As ever 
the Renault-powered Manta of David Coombs 
provided some very effective opposition to the 
Ford-powered majority but this year he had to 
settle for fourth overall. 

F4, under the auspices of the 750 MC, 
carried on as before with the purpose-built 
Deltas giving the older Marches and Brabhams 
a hard time. John Brown, in his second season 
with a Delta, took seven wins and won the 
championship from Roy Lewington in the 
Brabham BT28 once raced by the late Gerry 
Birrell for Sports Motors. Another Delta in the 
hands of Bill Cowling was third ahead of Alex 
Lowe’s Chevron B20 and Eddie Heasell’s 
Brabham BT38C. Only the BT28 dates back to 
the l-litre F3 days and next year 1300 cc 
engines are to be permitted, thus closing the gap 


SCASOMNT: SUl 8 Ok OS DOC 


Shades of mediocrity 


rontinued 


to Monoposto even more. While this must be a 
wise move in the interests of engine availability, 
as the Clubmen’s Formula found, it would surely 
be no bad thing if Monoposto and F4 consolidat- 
ed to provide larger and better quality grids and 
sliminate some of the oily rubbish that: staggers 
found at the back of both classes and spoils it 
‘or the greater number of drivers who take a 
pride in the preparation of their machinery. 

The Monoposto Club also promoted a 
thampionship for Formula Junior cars built 
yetween 1959 and 1963 and received a worth- 
while response, particularly from owners of 
Lotus 22s, or 3ls and 51s masquerading as 22s. 
Seorge Dudley, a former Monoposto man when 
there was a 1-litre class, brought one of his 22s 
jut of mothballs and won the championship 
rom the evergreen Frank Tiedeman_ who, 
yelieve it or not, competed in the first ever 
British FJ race in 1959. Tiedeman also used a 
Lotus, while he was followed by Arthur Curnow 
ind Norman Greenhalgh who both favoured early 
coopers. When some Brabhams, Lolas and later 
~otus 27s and Coopers which survived the 
ilming of Frankenheimer’s Grand Prix are dis- 
tovered, this should become a worthwhile class 
‘or historic single-seaters. 


FORMULAE VEE AND 
SUPER VEE 


[a ee ee 
despite the continued efforts of John Morrison, 
vhose enthusiasm for Super Vee was rewarded 
vith victory for the second time in the British 
thampionship with a Lola T326, and the bags of 
tilver offered by Volkswagen (GB) Ltd, the 
{600 cc, air-cooled VW single-seaters continue 
© struggle for existence in the land of Ford. 
fven on the Continent, with the changeover of 
Volkswagen to water-cooling in their new 
‘ange of Passats, Polos and Golfs, the old 
mgines in the racing cars seem to be losing 
jround a little. Without the support of the 
mporters, Super Vee would die an unlamented 
leath in this country for there are now few 
‘egular competitors and grids are always small. 
dne British manufacturer, Supernova, has gone 
mder while Lola and Royale, who supplied 
fecond place man in the championship Peter 
White with one of their RP19s, hardly rely on 
his class of racing for their prosperity. The 
‘Iderly Eldens of Bruce Venn and Mark Litch- 
ield finished a distant third and fourth. 
Because of its much lower cost, Vee has a 
lightly stronger following and there is no 
loubt that it does provide inexpensive single- 
eater racing with some prospect of financial 
‘eward and Continental racing. The competitors 
fade a conscious effort during the year to 
mprove the image of the Formula in this country 
vith an attempt to clean up the cars. The 
jearabs of Tim Flynn and Nick Wadham dom- 
nated the series, the Irishman winning in the 
ind. Ray Simpson’s self-built JSR took third 
rom the Alpha (nothing to do with Romeo) 
f Ted Jones. 


FORMULE LIBRE 


Vith so many different championships for 
lifferent types of single seater, there is no 
onger much point in mixing them all up in 
ormule libre, particularly since the RAC is less 
han keen on races made up of cars of widely 
farying types and performance. Silverstone 
liscontinued its Jaybrand championship but its 
lace was taken by an MCD open single-seater 
‘hampionship which, hoped John Webb, would 
(ttract some of the entrants in the new-look 
formula 5000. Some hope! Only Val Musetti 
ind the late John Wingfield, with their F2 March 
ind Ralt respectively, took the races at all 
eriously, with occasional intervention from 
Ceith Holland’s 5.0 Lola T400 at Brands Hatch. 
"he last round was called off due to lack of 
nterest, by which time Wingfield had tragically 
ost his life at Thruxton and Musetti was undis- 
juted champion. At Croft a less publicised 
‘truggle went on between Derek Cook, who used 
| variety of BDA engines in his Chevron B27, 
ind Andy Barton’s March 73B. Cook emerged 
‘s Northern single-seater champion, while at 
ngliston Norman Dickson’s Modus M3 proved 
nore successful than that of his more experienced 
eam mate Richard Scott. 
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CLUBMEN’S SPORTS 


There was a sad decline in interest during the 
year in the spectacularly fast class A for fully- 
modified-engined cars. Despite leaving the for- 
mula for pastures new, Frank Sytner agreed 
that his Nottingham emporium should sponsor 
the MCD championship for Class A cars, while 
the BARC looked after Class B, for FF1600- 
engined machinery, with Oceanair sponsorship. 
Tricentrol again sponsored a two-class series at 
Silverstone. In the North, Cooper Oils supported 
the enthusiastic local contingent in a popular 
two-class championship run by Chris Hart and 
his wife. 

Possibly the rising costs of competitive 
engines in particular, in a class of racing cater- 
ing exclusively for the amateur, caused the drop 
in numbers of class A cars, particularly in the 
Sytner series. There were few new cars but one 
of them, a Mallock U2 Mk 18, won the champion- 
ship in the hands of Nick Adams, whose talent 
was recognised in only his second year of racing 
with a Grovewood commendation, In the early 
races the chief opponent to Adams was Peter 
Cooke in the Harrison but a series of mechanical 
dramas culminated in a bad crash at Snetterton 
in which the very advanced chassis was written 
off. Malcolm Jackson, who has been in Club- 
men’s almost as long as Vernon Davies, with a 
good deal of success, had his best season ever 
with his three-year-old U2, being well able to 
beat Adams at times and running him quite 
close for the championship. Davies had a poor 
year, the hoped-for big-valve Holbay engine never 
materialising and leaving his U2 underpowered 
and not too reliable. Indeed there was some 
strong feeling within the Clubmen’s Register 
against downdraught cylinder heads and big 
valves on the grounds that these were pushing 
costs beyond reasonable limits, but an end-of- 
season meeting saw them permitted for another 
five years at least. 

The Adams car was also used by the man who 
prepared it, Alan Webb, to win Class A of the 
Tricentrol championship while another U2, that 
of Ray Edge, won Class A of the Cooper Oils 
series, Winner of both the Tricentrol and ex- 
clusively Class B Oceanair championships out- 
right was Alex Ferrada, perhaps the nearest to 
a professional driver in Clubmen’s for he is 
employed by the Mallocks and has the 
opportunity to devote the proper facilities and 
time to preparing an almost perfect U2. His 
closest challengers throughout the year were 
three novices and former karting experts, Don 
and Steve Farthing and Dud Moseley, all of 
whom had U2s of varying vintage. Each of the 
young Farthings eventually achieved his ambition 
of defeating the almost invincible Ferrada in 
a race before the end of the year, but Moseley 
could only manage it in practice. These four 
were head and shoulders above the rest, the 
Cooper Oils outright winner being Ken Brown 
but he and his U2 rarely ventured south. 

At the Silverstone International Trophy meet- 
ing, these cars were given a race on the Grand 
Prix circuit at a major meeting for the first time 
while a trip was also organised to Nogaro in 
France to show the French these strange 
English racers. The latter was most successful 
but the Silverstone race probably came a year 
or two too late for there was insufficient talent 
and fast machinery to challenge Adams, who won 
easily. Nevertheless, prestigious as it may be to 
run these cars at such meetings, they are surely 
better left as one of the fastest types of racing 
car available to the amateur weekend racing 
driver for they must be completely unpromot- 
able at anything other than national level. 


SPORTS CARS 


Possibly because the 1975 Silverstone Inter- 
national Trophy meeting included a reasonably 
exciting 2-litre sports car race, it seemed like 
a good idea to the RAC to reinstitute its defunct 
Sports Car Championship, something which it 
had taken away from AvuTosSporT and ruined 
in the late sixties. Having announced a series 
of races and appropriate prize fund, some genius 
at Belgrave Square then decided to call the whole 
thing off shortly before the first round. Remem- 
ber the year when the first round had taken 
place before the RAC announced that it was 
in the championship? Admittedly entries were 
sparser than had been hoped, but this classic 
example of RAC ineptitude did nothing to 
encourage more and it was decided to make 


Facing page: above, an ’Opeless situation at 
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up the fields with Class A Clubmen’s cars. 
Former sports car champion John Lepp made 
a serious attempt at winning the title again 
with his March 75S, sponsored by Ultramar and 
powered by a Brian Hart engine, and dominated 
the early races. Later engine problems allowed 
Scotsman Iain McLaren to close up on Lepp 
with his Chevron B26 but there was never 
really much doubt that Lepp would be champion. 

It would be foolish to suggest that the 
championship was anything like a success, 
which makes it seem all the more peculiar that, 
MCD has decided that the time has come to 
repeat the unlamented Formula F100, only this 
time with 2-litre engines from FF2000. The 
strangled restricted engines will be a very poor 
substitute for the full-blooded racing units in 
the Group 6 cars but no doubt sufficient com- 
petitors will be enticed by spurious claims into 
participating in the championship to ensure half 
a gridful for the first round and the formula’s 
continued existence for all of two years. At a 
time when other classes of racing are suffering 
from lack of new cars because of the depressed 
state of the country’s economy, it seems crazy to 
impose a new class where new cars will be 
essential. 


MODIFIED SPORTS CARS 


It is pleasant to record that the BRSCC nation- 
ally recanted on its previous neglect of this 
category by adopting on a countrywide basis its 
Midland Centre’s flourishing championship. The 
BARC continued with its long standing com- 
mitment, unfortunately without a sponsor for 
the first time for many years, so that competi- 
tors were presented with a large number of 
races, most of which they supported strongly. 
The upper class divisions were altered with a 
beneficial effect for the Spridgets were given a 
new lease of life, leaving the Elans to contest 
the 2-litre class. All the cars over 2-litres were 
lumped together. 

Eligibility of certain mod sports cars still 
seems to be a problem, The BRSCC took a firm 
line over the Lotus Super Seven, despite strong 
pressure from the current manufacturers Cater- 
ham, and decided that it didn’t want Clubmen’s- 
type cars in its championship however much 
they might be sold for road use. The BARC was 
more indulgent and not only permitted the 
Super Seven but also the Porsche Carrera RSR 
with which John Cooper won the championship, 
even though for some reason it was entered as 
a 911! 

Cooper’s driving of his potent Porsche ensured 
that it was usually well ahead of the class 
opposition although Robin Gray always tried 
hard with his Morgan Plus 8 until a bad crash 
at Oulton Park curtailed his season. Jonathan 
Palmer showed considerable speed with a Marcos 
V6 but engine problems and shortage of money 
considerably weakened his efforts while Brian 
Murphy, with the only really competitive E- 
type, concentrated on the BRSCC championship, 
in which he won his class. BRSCC champion 
was Jon Fletcher with his truly remarkable Lotus 
Elan, a combination of man and machine which 
must be one of the most durable and successful 
ever in British club racing. Fletcher’s closest 
rival in the BRSCC races was John Bury, the 
former Midget driver having acquired the very 


our centre spread 


One of the most extraordinary results to emerge 
from our national rallies recently was that of 
Tony Fowkes who, in conditions of thick snow 
land ice managed to drive the Johnsons Rally 
Wax Mercedes Benz 450 SLC, into an amazing 
fifth place overall and first in Group One during 
the recent Castrol/AuTosPORT Tour of Eppynt. 
The car, which Fowkes drove to 10th overall on 
the Texaco Tour of Britain last year, is com- 
pletely standard (automatic transmission in- 
cluded!) apart from mandatory safety equipment, 
and although it has over 200bhp, it is also very 
heavy and comparatively unwieldy. A combination 
of Fowkes’ knowledge of the range roads plus the 
weight of car which allowed considerable traction 
in the snow, contributed to a most unusual result 
in unusual conditions. 
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fast John Evans/Ark Racing Elan, but in BARC 
races the Super Seven of Dave Bettinson proved 
more than a match for the heavier Elans often 
enough to win the class. 


Scotsman Andy Smith also showed excellent 
form in the north with the ex-VRM Elan. 


The new 1500cc division ensured a vast in- 
flux of Midgets, hounded out of the 1150cc 
category by the lightweight Davrians and Clans. 
Gordon Howie had a very fast and potent 
example with which he won his BRSCC class 
but had to give best to Ian Hall’s Mini-Jem Mk 
2 in the BARC Championship. Keith Ashby, John 
Wilmhurst and Richard Ward were others to 
race Midgets successfully while an interesting 
car with which they sometimes had to contend 
was the Marcos 1500 of Roger Andreason. 


Up to 1150cc the lightweight glassfibre cars 
have almost completely taken over. Andy Smith’s 
team-mate Ken Allen used the ex-works Clan 
Crusader for a second year and became almost 
invincible in the north, often capable of contest- 
ing outright victory, as was Bob Jarvis when he 
appeared with the works Davrian Mk 7. The 
BARC championship class was won by Simon 
Packford’s Davrian, and the similar car of Ron 
Kirkman came out best in the BRSCC races. Pat 
Longhurst had less success than might have been 
expected with another works Davrian. 


A kind of “historic” mod sports racing is pro- 
vided by the so-called thoroughbred sports car 
category, the cars involved being chiefly those 
used in the early days of BARC Marque racing. 
Jaguar XK specialists Oldham & Crowther 
provided the sponsorship last year as well as a 
class-winning XK120 for the ever spectacular 
dentist Dave Preece, who switched from his 
familiar Aston Martin DB4 and defeated not only 
John Chatham’s Healey 3000 but also XK120 
expert John Harper. Rivalling the Fletcher/Elan 
combination for durability and success must be 
Reg Woodcock and his Triumph TR3 who once 
again won their class ahead of the pretty, aero- 
dynamic Frazer Nash Le Mans.Replica of Simon 


Phillips and a host of other TRs. It was not . 


Woodcock’s overall championship this time, how- 
ever, for it went to the rapid Elva Courier of 
Bruce Brown who beat Jeremy Trace’s similar 
car and many MGAs. The BARC is taking the 
category under its wing for 1977 which should 
give it an even firmer footing. 


PRODUCTION SPORTS CARS 


The BRSCC, without whom this class of racing 
would have ceased to exist, tried the interesting 
experiment of dividing the country into two 
“halves”, running a separate championship in 
each, and then combining the results to find a 
national champion. The Direct Tapes Northern 
League, concentrating on Croft, Rufforth and 
Cadwell Park worked well enough but, for some 
strange reason, the Southern League, sponsored 
by Euro-Burgess, included Ingliston and Oulton 
Park, the former further north than Croft! There 
was insufficient local support to allow for sub- 
stantially different competitors in each league 
although there is no doubt that, at club level, 
this category works very well. It would be a pity 
if the strong club base which it has achieved 
after the first disastrous season was to be dis- 
sipated with a return to a status to which it 
is not really suited. 


The combination of Chris Meek’s skill and 
experience allied to the superb handling and 
cornering of his very special Lotus Europa rather 
spoilt things for the more conventional E-types 
and TVRs in the over £3000 section, Meek’s 
perfect scores in both leagues making him overall 
champion. Just occasionally he was beaten, as at 
Oulton Park by Stewart Halstead in the works 
TVR, although the efforts of Colin Blower, in 
particular, and Rod Gretton, in the Euro-Burgess 
3000Ms, were always spectacular. It was in the 
middle price range that TVR came closest to 
winning the championship with Chris Alford, 
1975 champion with a Morgan 4/4, this time at 
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the wheel of a similarly-powered TVR 1600. 
Occasionally insufficient starters in the class, and 
one defeat by an MGB, kept Alford’s score below 
Meek’s perfection but he was nevertheless well 
ahead of his nearest class rivals, the Morgan 
4/4s of Chris Hampshire and Anthony Brewer, 
in both leagues. Doc Griffiths and Gerry Brown 
were the best of the MGB exponents, Griffiths 
being the one to defeat Alford. In the £2000 class 


Chris Meek’s protégée “Valli” added glamour 


to the cockpit of her 1.5 Midget and went well 
enough to narrowly defeat the 1.3 Austin-Healey 
Sprite of Dave Karaskas in both leagues. 


Impressed by the development of this category, 
the BRDC will also be running a series of races 
at Silverstone during the year when it should 
continue to-flourish, particularly if someone can 
find an answer to Meek. 


SALOONS 


Although single-seaters are the real racing cars 
at any race meeting, there is no doubt that 
saloon cars attract much of the casual spectator’s 
attention and play a very important part in any 
promoter’s programme. The trouble is that, with 
so many different types of car involved, it is 
very difficult to equate performance, with the 
result that one particular model tends to domin- 
ate and the rule makers have almost insuperable 
problems. 


Nowhere were the problems better demonstrated 
than in the RAC British Touring Car Champion- 
ship for which Auntie found sponsorship from 
Keith Prowse at the last minute. Because the 
promoters think that the public did not like to 
see one or two Chevrolet Camaros dominating 
the races with their drivers in contention for 
the overall championship, they have had to devise 
ways of excluding them. First, in the days of 
Frank Gardner and the Group 2 SCA Freight 
Camaro, it was decided to switch to a versi6n 
of Group 1 and then, during 1975, it was decided 
to exclude cars over 3-litres altogether because 
Stuart Graham and Richard Lloyd kept winning 
all the races with their Camaros. This certainly 
opened up the battle for the lead in almost 
every race as various Capris fought off the 
smaller Dolomite Sprints and Vauxhall Magnums 
but, while they were tripping over each other in 
the quest for outright victory, two drivers were 
dominating the smaller classes so easily that 
they were running away with the championship, 
just the sort of situation which, we are told, 
the sponsors of the other major production saloon 
car championship didn’t like, so that the other 
classes are to be dropped for this year. One 
sometimes wonders whether the promoters of 
championships have any idea what the public 
really wants. 

There is no doubt that the battles among the 
Capris and Opel Commodores for the 3-litre class 
of the RAC Championship provided some of the 
best saloon car racing seen since the halcyon 
days of the Jaguar 3.8s—were they really that 
good? All that was missing was the occasional 
appearance of a Grand Prix driver which surely 
the powers-that-be at Ford could arrange some 
time. As it was we had such skilful and experi- 
enced men as Tom Walkinshaw, Gordon Spice, 
Chris Craft, Brian Muir, Colin Vandervell and 
Vince Woodman in the 3-litre Fords against a 
few Opels, of which Richard Lloyd’s was gener- 
ally the most prominent, After a little belligerence 
in the final round at Brands Hatch, Spice won 
the class by five points from Walkinshaw with 
Vandervell and Woodman trailing, while Craft 
and Muir failed to produce the results their driv- 
ing deserved. 

Mixing it all the time with the bigger cars 
were the works/Broadspeed Triumph Dolomite 
Sprint of Andy Rouse and Gerry Marshall’s DTV 
Vauxhall Magnum. Marshall had his best ever 
year with a Vauxhall in the national champion- 
ship, after years of dominance in club racing, 
and caused considerable anguish at Leyland Cars 
by snatching the class win quite comfortably in 
the end from Rouse, who never had the sup- 
port from a regular team mate which he had 
previously enjoyed. Dave Brodie ran a Mazda 
RX3 which sometimes showed great speed but 
lacked reliability, as it had with Barrie Williams 
in 1975, the Japanese car taking fourth in class 
behind the reliable Martin Thomas in a privately 
entered Dolly. 4 

The 1600 cc class was a joke, only four differ- 


> 


f 


. tS 


| 


difference we 


¥ 
TR 
Phin. 


Brands with a 


2 ea 


RS ny 
a SURREY & KENT 


ELY BIGGIN Hil 


Shades of mediocrity 


continued 


ent drivers, all in Toyota Celica GTs, contesting 
it all year. Win Percy, who had come so close 
to the championship in 1975, again had it well 
within his grasp by winning every time from team 
mate Barrie Williams, but one retirement was 
enough to hand the title to Bernard Unett, who 
took a perfect score with his Hillman Avenger 
GT in the 1300 ce division. Unett’s main opposi- 
tion came from a bevy of Alfasud Tis, of which 
Simon Kirkby usually drove the fastest, although 
Peter Hilliard rather upset the Italian apple cart 
by running an Alfa. GT Junior privately. and 
faster than the Suds. Towards the end of the 
year Mare Smith began to show the speed of 
which the Renault 5TS was always thought cap- 
able, and this latter day 1275 Cooper S should be 
the car to beat in the class this year. 


There is no doubt that production saloons 
have taken over from more modified special 
saloons as the most important type of tin top 
racing, despite the efforts of the super saloon 
advocates. Indeed the BBC Radio One club 
production probably carried more temporary 
fame and adulation for the contestants than the 
Keith Prowse. Alas, it was tarnished by scru- 
tineering squabbles which left the results hope- 
lessly confused in retrospect. While it seemed 
perfectly reasonable for the RAC eligibility scru- 
tineers to clamp down on rule bending, there hove, a smiling Mini attempts a three point landing. Below, a Formula Ford coming up for air— 
were several instances of rules being interpreted _jt’s not his bag. 
and enforced selectively and it did seem a little Deh seacunpmaies : 
absurd that the car which had won the 1975 
championships should be excluded in the hands 
of its new owner without any alterations, as 
happened with John Brindley and his ex-Jock 
Robertson Mazda RX3. As it happened Brindley 
did win his Mazda-dominated class in both the 
Radio One and BARC/Britax championships but 
with far fewer points than he would otherwise 
have had. A far more mysterious disqualifica- 
tion for scrutineering irregularities was that of 
Rod Birley, who began the season with a Capri 
which was capable of taking on and beating the 
best drivers in far from inferior ears, only for 
strange things to happen when his car was sealed 
for closer scrutiny. Birley lost his licence and, 
by mid-season, it was hard to know who had won 
what legally. 


What was clear, and remained so, was that 
Danny Alderton’s driving of his Honda Civic was 
more than up to coping with any opposition in 
the up to £1600 Radio One class. The Kleber tyre 
controversy temporarily allowed the others to 
catch up since the racing tyres were not avail- 
able in Honda sizes, but the South African for- 

.mer Formula Ford driver took the class and out- 
right honours quite easily, aided by Brindley’s 
points losses. Pete Smith’s Honda was also fast 
but it was the Avenger 1600 of Trevor Moore 
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which gave Alderton most trouble. The Avenger 
won its class in the Britax series driven by Roger 
Payne, who had shared a Camaro with Moore 
in 1975, while Neville Knight was the best of 
several loyal Simca Rallye exponents. 


Brindley, another Camaro man forced to find 
another type of car, selected the well-proven 
Marshall-Wingfield Mazda with which he seemed 
well able to beat the other Mazdas, chiefly the 
RX3 of Eric Cook and Peter Slade’s RX2, at will. 
Towards the end of the year Alan Minshaw 
joined in with an RX3 which gradually gained 
on Brindley. The £2000 class was mainly Mazda 
and the £2300 section virtually all Vauxhall, 
hardly the kind of variety production saloon 
racing should provide. In between his RAC Cham- 
pionship commitments, Gerry Marshall drove a 
Magnum in the Radio One series to win the class 
from the similar cars of Jeff Allam and Nick 
Whiting, Allam winning his class and the Britax 
championship outright in the absence of Marshall. 


With the Camaro-excluding 3-litre limit, the 
over £2300 class was opened up to Capris and 
Opels, joined by a few BMW 3.0 Sis which were 
given a new lease of life. Tony Lanfranchi drove 
an Opel for Gerry Marshall and Mayfair maga- 
zine to win the Radio One class but there were 
several other strong contenders including the 
similar car of Brian Pepper, Derrick Brunt’s and 
David Taylor’s BMWs and the Capris of Phil 
Dowsett and Ivan Dutton. Bob Saunders also 
added to the general excitement with his Dolomite 
Sprint. Brunt won his Britax class. and was 
recognised by the German factory as one of its 
most successful privateeers of the year. 


The Ford Escort Mexicos and Sports had their 
BRSCC-organised series sponsored by Deben- 
hams Stores in which the older Mexicos still 
seemed to have the advantage. One of the dis- 
coveries of the year, Wayne Wainwright, crowned 
his first season of racing by winning the cham- 
pionship outright in the ex-Colin Vandervell/ 
Steve Thompson car (which may have had some- 
thing to do with it, being a winner on two 
previous occasions), John Waterman finished 
somewhere near to Wainwright in the points 
table despite having his car badly damaged in an 
accident at Brands Hatch, but Neil McGrath in 
third place was almost 100 points behind the 
winner. Graham. Hollis looked set to do well with 
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The BRSCC continued its futile Renault 5 series, tye ee NSS ot i nm " 
for the benefit of McGrath, Barrie Williams and = Apoye, they like obstacle races in Ireland. Below, bollards to this man, ee! else can you say? 
about half a dozen others. Back to front grids . . . 4 
were quietly forgotten in the general excitement 
engendered by open exhausts and Renault did 
their best to swell the grids by hiring uncompeti- 
tive cars out to uncompetitive drivers.. McGrath 
eventually triumped over the road.car of Williams 
by 20 points with the rest trailing. 


The premier special saloon championship was 
also organised by the BRSCC, with sponsorship 
from Tricentrol, for super saloons, The original 
idea of Mick Hill to get together all the best, 
fastest and most powerful special saloons in one 
championship was a good one which went awry 
when people started building cars exclusively for 
super saloon races. Inevitably those with the 
greatest resources, not necessarily financial only, 
were able to produce some very fast cars indeed 
which left the original special saloons rather 
breathless. Consequently, the less well-endowed 
have either resorted to stretching the very loose 
regulations beyond tolerable limits, or given up. 


There is no doubt that the sight of Gerry 
Marshall in the DTV Vauxhall Repco V8 has 
gladdened the hearts of spectators everywhere 
while at the same time convincing promoters, 
resentful that they didn’t think of the super 
saloons idea, that the whole show was boring 
because no one else could keep up. The circuits 
have also disliked the fact that the super saloons 
have stayed away from their own. second-rate 
championships and hope that this year, by cut- 
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series with his Imp-bodied Chevron B21, there 
might have been more interest in the series all 
year. As it was, having won the first round 
with a car which offended all those who had 
striven to keep at least within the spirit of the 
regs, Buncombe found himself outlawed. Marshall 
did still have his problems with the remarkably 
effective yet relatively conventional Escort BDG 
of Nick Whiting, finally winning the champion- 
ship by a mere six points. Next best of the 
bigger cars, Buncombe’s and Whiting’s being 
2-litres, was the very attractive DFV-powered 
de Cadenet sports car of Colin Hawker clad in 
a VW1600 body shell. Tony Strawson carried 
on at a great pace with the original Mick Hill 
Capri, now Chevrolet-powered as was the Hill 
Capri Mk 2 which fell into the hands of Tony 
Rosen. Another interesting Capri was a former 
Group 2 ETC V6 car which was adapted for 
super saloon racing by Vince Woodman. Hill 
himself appeared with the most intriguing new 
car of the year, a VW Beetle body on a Formula 
5000 chassis, but it took a long time to develop. 
Stuart Graham, driven out of the RAC Cham- 
_ pionship with his Camaros, ran the ex-Gardner/ 
SCA car with Fabergé sponsorship but found 
the twisty tracks hard work. 
Both MCD’s and the BARC’s special saloon 
championships were split in two at 1000cc. 


Hitachi sponsored the MCD 1000cc series, which’ 


was dominated in its class by Jeff Ward’s low- 
line Imp although David Enderby’s 850 Mini ran 
him quite close for overall honours. Enderby 
had greater opposition, particularly from the Imp 
of Cliff Watts, in his class while in the Forward 
Trust 1000 series, in which he also won his 
class, he had to contend with the Imp of Roger 
Gill. In the Esso Uniflo, Silverstone-based 
championship all the classes were run together 
and Geoff Gilkes emerged from among the. 850s 
with his unique Mini-Imp tto take the outright 
title. Charles Bernstein ran an immaculate, con- 
ventional Mini in this and sometimes the other 
championships without perhaps achieving as 
much as he deserved, while Mike Kirby was 
another prominent Imp exponent, particularly at 
Silverstone. 

Ward concentrated on ‘the Hitachi series and 
deservedly won it. There were therefore only 
rare confrontations with the other rapid 1-litre 
Imps such as the Bevan car driven by Rob 
Mason which cleaned up the Brands Hatch-based, 
Imp-dominated Kent Messenger championship, 
from which John Homewood had been excluded 
because no one could beat him, a disgusting 
example of discrimination. Had MCD and its 
sponsor been more patient, they might have 
seen Homewood beaten by Mason anyway for he 
did not seem to be so effective in the other 
races in which he participated during the year. 
Ginger Marshall, a former BARC champion in 
the 850 class with a Mini, produced a Mini 
Countryman bearing little resemblance under the 
shell to the conventional estate. By concentrat- 
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ing on the BARC races, Marshall emerged as 
Forward Trust 1000 champion in a most effec- 
tive but unusual car. 

Many of the regular 1300 Mini-Cooper S 
drivers seem to have faded away in the face 
of the few BDA-engined Escorts and Minis. 
Graham Goode went so fast with his steel-bodied 
Escort 1300 that he eventually had to protest 
his own engine to prove that it was legal and 
silence the rumour-mongers. It took him to 
outright victory over Nick Whiting in the For- 
ward Trust 1000 Plus championship but the 
positions were reversed in the Simoniz series, 
although Goode again won his class. Peter 
Baldwin’s BDA-engined Mini Clubman survived 
a major accident or two to win its class in the 
Esso Uniflo, but he lost his chances in the other 
two, Of conventional Cooper Ss, the fastest two 
belonged to Freddy Heaney and Phil Winter 
which eventually collided at Oulton Park and 
eliminated Winter for the rest of the year. 
Heaney carried on a rather fraught season, inter- 
spersed with protests which cost him any chance 
in the Simoniz which he had been contesting, 
only to have the car written off while parked 
on its trailer in the street towards the end of 
the season. Tony Westbrook and Steve Harris 
were other Cooper S exponents to meet with 
some measure of success. 

As we have seen, Nick Whiting won the 
Simoniz championship, his class in the Forward 
Trust, and took second overall in this and the 
Tricentrol super saloon series. For a 2-litre 
saloon against the exotic V8 machinery this was 
a highly impressive performance. The yellow All 
Car Equipe Escort BDG raced just about every 
weekend, whether there was a championship race 
or not, and rarely seemed to miss a beat. Other 
Escorts which acquitted themselves well but were 
not quite so rapid belonged to the perennial Tony 
Sugden who seemed to find an ideal sparring 
partner in Tony Dickinson, winner of his class 
in the Esso Uniflo which Whiting did not con- 
test. The V8 brigade did not appear with any 
regularity with the exception of Colin Hawker’s 
DFVW, the rest turning out when they felt like 
it outside the Tricentrol races. In the north, Jim 
Evans developed his Escort RS2000 Turbo into a 
most potent device, carrying all before him and 
looking capable of offering a serious threat to 
Whiting had they met more often. In Scotland, 
Bill Dryden continued his Firenza escapades. 

Leyland Cars adopted the Mini-Se7en Club’s 
classes for 1976 and added one of their own, for 
1275 GTs. The latter should have worked well 
but an inability to arrive at satisfactory regula- 
tions early enough, and to interpret them clearly 
once they were in force, deterred all but the 
most committed Mini men. Little more than a 
handful of cars appeared regularly but they were 
quite closely matched, and fast. Paul Taft with 
the Motospeed car fell foul of the scrutes which 
cost him so many points that he did well to still 
finish fifth. With a totally legal car Taft was 
still generally the fastest driver with which re- 
liable Roger Saunders, who won the champion- 
ship, would no doubt disagree. Second to Saun- 
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ders came Malcolm Leggate, another reliable 
finisher, while the fast Alan Curnow settled for 
third with his Longman-prepared car. 

Curnow’s brother, Mike, not only won the 
Mini 1000 championship but did it so easily 
that his points aggregate earned him the overall 
Mini championship and a brand new 1275 GT to 
play with. Ian Briggs, a former champion, and 
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Phil Spurling put up some good opposition to 
Curnow but finished some way behind. 

Both the 1000s and the 850s were tidied up for 
1976 with proper grilles and brightwork, and they 
looked much better for it..Graham Wenham, a 
former champion, won again from Graham Wos- 
kett, Terry Pudwell and Chris Tyrrell, while Bob 
Addison won the TEAC title. 

The Classic Saloon car championship entered 
its second successful season in 1976, catering for 
touring cars of the mid-’50s. A carefully devised 
programme of races ensured that grids were 


The Oulton villagers love Formula Ford ploughing matches. . . . 
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always full and the idea was not flogged to 
death. Yet another saloon championship was 
won by a Marshall, this time Miles of that ilk, 
who took his Borgward Isabella to a narrow win 
against strong opposition in the over 2700cc class 
from Craig Hinton’s almost unopposed Jaguar 
Mk VII. A variety of journalists were let loose in 
one of Lord Bradford’s Weston Park Racing Team 


. Jaguar 2.4s, of whom Gordon Bruce from Motor 


was the most regular and successful, while Bob 
Meacham in the second car was always there 
lending support. These Jaguars usually won the 
races Outright as well as their class in which 
Mike Bennion’s Ford Zephyr was also prominent. 


Miles Marshall won the championship from the 
1252cc to 190lcc class in which he had to con- 
tend with several MG Magnettes, notably that of 
Mike Hawes, as well as other, less raceworthy 
machinery. In the smallest capacity class Austin 
A35s and Morris Minor 1000s dominated, Andy 
McLennan’s version of the former being amaz- 
ingly rapid while Tony Raine and Mike Cox had 
other fast Austins and Bill Stone a rapid Minor. 


FORMULAE 750 and 1300 


As befitted two relatively low cost formulae, 
these were not too badly affected by inflation, 
the number of competitors in each remaining 
much as before. Among the more technically 
advanced 1300s, some drivers still relied on a 
Ford 1200cc engine including the ultimate winner 
Phil Lloyd whose Nomads stayed on the track 
often enough in between great bursts of speed 
to give him the championship. The smart Mal- 
lock U2 of Vic Waterhouse came a strong second 
ahead of Jim Ravenscroft’s equally well-prepared 
Messer. The 1975 champion Bob Davis had to 
settle for fourth in his self-built car followed by 
his great rival from that year John Allan, having 
his last season, he said, in his neat, rear-engined 
Allan Mk 4. Steve Collier went well with the 
Wells to take sixth. 

Seventy-nine drivers contested the 750 For- 
mula championship against 73 in the 1300. Chris 
Hague’s Wessex won 11 of the 26 rounds to 
win by one point from Tim Green’s Time, which 
had seven wins. John Giles’s latest JGS and Bob 
Simpson’s special followed before Lyn Evans, 
whose Centaur was the first car not built by its 
driver. 


HISTORIC CARS 


Oa lt Ad A a 
We have already dealt with the thoroughbred 
sports cars and classic saloons. With the dis- 
continuation, temporarily we hope, of the JCB/ 
Speed Merchants Historic Racing and Sports Car 
championship, the most significant series was 
sponsored by Monsieur Rochas in conjunction 
with Thoroughbred and Classic Car magazine for 
sports-racing and GT cars of the ’60s. Winner 
for the second year in succession was erstwhile 
hillclimber Richard Thwaites who ran the ex- 
Tony Dean Brabham BT8 with a 2}-litre Climax 
engine in a class in which only one other 
driver scored points, although Thwaites was 
usually capable of winning races outright so that 
in a sense his success was deserved. The car 
in which he won the 1975 championship, an 
Elva-BMW Mk 7S was taken over by fellow 
Yorkshireman Mike Wood and won the 2-litre 
sports-racing class. GT class winners were Brian 
Classick’s Iso Grifo Bizzarini from Bob Linwood’s 
TVR Griffith; John Webb’s Rochas-sponsored 
Lotus Elan from team-mate Ken Eady; and 
Marcos co-founder Jem Marsh from the late 
Ralph Canby’s Lotus Elite. 

Outside this championship there were still a 
number of races run by the Historic Sports Car 
Club at various circuits. John Beasley’s Lister- 
Corvette was driven with great verve to several 
wins, having the power to cope with assorted 
Lister-Jaguars, while Richard Bond’s glorious red 
Lola T70 GT was good for a win whenever it 
appeared. Some meetings, particularly those at 
Silverstone run by the Jaguar Drivers’ Club and 
Aston Martin Owners’ Club, cater almost exclu- 
sively for historic racing and sports cars and, 
with less money available nowadays to purchase 
new cars, the trend towards preserving all post- 
war racing machinery, however much the Fl 
purists may look down on it, ought to be strongly 
encouraged. After all, the VSCC permits the most 
mundane vehicles to participate in some of its 
races with distinct lack of originality in some 
cases. , 
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The Eclat has the same ‘chassis as the Elite ae the body has a downswept tail and a little less weight. 


Lotus Eclat: almost faultless delight 


Some people are apt to get a bit mixed up over 
the new Lotus models, so let’s have a recap. 
The Elite is a full four-seater, the Eclat has the 
same chassis but the body has a downswept tail 
and a little less weight, while the Esprit is the 
mid-engined two-seater. 

The subject of this report is the Eclat, which 
has the same central steel backbone as the 
Elite. The forward and lower sections of the 
glassfibre body are identical, but the tail treat- 
ment gives less headroom for the people in the 
back, though there is more luggage space in a 
conventional boot with a top lid. The independent 
suspension of all four wheels shows unmistak- 
able traces of Formula 1 influence and the set- 


tings give reduced’ static deflection and increased 
damping, compared with the Elite, as befits the 
car's more sporting image. 

Initially, the Eclat was to have been a down- 
market version of the Elite, but the customers 
would have none of it and the car now has the 
huge tyres, five-speed gearbox, and luxury equip- 
ment of its sister. The 16-valve engine has been 
undergoing long and intensive development, with 
astonishing results. The increased torque in the 
lower and middle ranges alters the character of 
the unit completely and it is altogether smoother 
and quiter than it was only a short time ago. 
The gearbox is now totally silent on all ratios 
and the operation is light and immensely rapid, 


If your garage contains several beautiful cars with famous names, you will find a strong temptation 
to use the Lotus for any sort of journey and leave the others behind. 


AY 


with a delightfully narrow gate. 


Much of the character of the car comes from 
the choice of gear ratios. In the past, I have 
criticised some Lotus models for being under- 
geared, but fifth gear is now a real overdrive, 
the maximum speed on fourth being almost 
equal to that on fifth. However, this entails 
reaching the maximum permitted revs of 7000 on 
the lower gear, while on fifth I never attained 
the peak of 6200rpm. I managed to clock 130mph 
and do not doubt that I could equal or exceed 
the makers’ claimed 132mph, under better 
weather conditions at a more civilised time of 

ear. 


What is far more important is the easy cruis- 
ing speed of 110mph, which can be reached on 
any short straight. This is 6000rpm in fourth, 
but by engaging fifth the revs drop to 4850 and 
the engine becomes all but inaudible. This new 
higher gearing would not have suited the 
engine in its original tune, but with its greatly 
increased torque it simply plays with its load, 
accelerating from a crawl in fifth with remark- 
able vigour. 


With this car, Lotus really have entered the 
upper-crust market. The machine is really quiet, 
with a sound level previously reserved for 
multi-cylinder cars of many litres. However, 
with its four-cylinder engine and light weight, it 
can halve their fuel bills. 

I have the privilege of driving al] the top cars 
and I can say, without hesitation, that the Lotus 
is now among them. Such intangibles as the way 
the doors close, the rapidity and silence of the 
electric window operation, the quality of the 
interior décor, plus a hundred and one little 
details, all emphasise that Colin Chapman has 
achieved his up-market ambitions. 

It goes without saying that the Eclat can out- 
corner almost anything. Its handling characteristic 
is neutral unless one applies the aids, to use a 
horsy term, but under all normal conditions it 
simply rushes through the curves, holding the 
chosen line effortlessly. When I hit a patch of 
ice while accelerating out of a corner, it hung 
the tail out for a moment but equilibrium was 
restored with the greatest of ease. 

The steering feels rather unusual at first, 
having power assistance and virtually no castor 
action. After the Citroén CX, which has powered 
self-centring, there could scarcely be a greater 
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The 16 valve engine has undergone long and intensive development with astonishing results. 
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contrast, but the human brain soon adapts itself 
and the high-speed stability is found to be ex- 
cellent, with impeccable behaviour.in wind and 
rain, The ride is very comfortable at high cruis- 
ing speeds but it feels taut rather than harsh 
when travelling slowly on minor roads. It’s a 
pretty good compromise for a car of sporting 
character, but no doubt the softer settings of 
the Elite could be specified if desired. Racing 
experience has made the roadholding possible 
and it is only necessary to say that the brakes 
are up to the same high standard. 

No car is without faults, even one as good as 
the Eclat. The scuttle is on the high side and 
the view to the rear could be better—the lady 
who drives me after dinner had to sit on a 
cushion. The heating and ventilation are disap- 
pointing, with no possibility of getting cool 
breathing air and hot feet simultaneously; at 
least the heater fan can be praised for its 
silence. The single wiper blade covers a wide 
area of glass and never lifts at high speeds, 
but in heavy rain at night it smeared most 
damnably, though this may have been an 
individual fault. Finally, the under-bonnet 
accessibility is poor — why do Lotus always 
conceal the distributor under the carburetters, 
for instance? 

The sheer pleasure of handling the Lotus 
Eclat is something that every motoring 
enthusiast should experience. If your garage 
contains several beautiful cars with famous 
names, as mine did recently, you will find a 
strong temptation to use the Lotus for any sort 
of journey, and leave the others behind, If you 
think it’s outrageously expensive for a four- 
cylinder car, I can only counsel you to go for 
a ride. The charm of the car grows on you all 
the time and every journey becomes memorable. 
Colin Chapman has taken the best things that 
have come out of racing and combined them in 
one package, which is a pretty good formula for 
building a fast, safe, road car. 


SPECIFICATION AND PERFORMANCE 
DATA 


Car Tested: Lotus Eclat 2-door 4-seater coupé, price £8959. 
Engine: Four-cylinders 95.2 x 62.9mm (1973cc). Compression 
ratio 9.5 to 1. 160 bhp at 6200 rpm, Twin belt-driven over- 
fread camshafts operating 16 inclined valves through bucket 
tappets. Two _twin-choke Dellorto horizontal carburetters. 
Transmission: Single dry plate clutch, Five-speed synchromesh 
gearbox, ratios 0.8, 1.0, 1.37, 2.01, and 3.20 to 1. Hypoid 
final drive, ratio 3.73 tol. 

Chassis: Fabricated steel backbone chassis with saddie- 
mounted glassfibre body. Independent front suspension by 
wishbones with anti-roll bar triangulated to bottom Jinks. 
Power-assisted rack and pinion steering. Independent rear 
suspension by wide-based lower wishbones and fixed-length 
driveshafts. Coil springs and telescopic dampers all round, 
Servo-assisted twin-circuit disc/inboard drum brakes. Bolt-on 
aluminium wheels, fitted Dunlop SP Sports Super 205/60 
VR x 14 tyres. 

Equipment: 12-volt lighting and starting. Speedometer, Rev- 
counter. Voltmeter. Oll pressure, water temperature and fuel 
gauges. Clock. Heating, demisting, and ventilation system 
with heated rear window and refrigerated air conditioning. 
Two-speed windscreen wiper and washers, Flashing direction 
indicators with hazard warning, Retractable headlights. 
speyermias lights. Stereo radio/tape, Electric window opera- 
tion. 

Dimensions: Wheelbase 8ft 1.75ins. Track 4ft 10.5/4ft llins. 
Overall length 14ft 7.5ins. Width 5ft 11.5ins. Weight 21.6 cwt. 
Performance: Maximum speed 130mph. Speeds in gears: fourth 
128mph, third 93mph, second 64mph, first 40mph, Standing 
quarter-mile 16.2s. Acceleration: 0-30mph 2.9s, 0-56mph 5.9s, 
0-60mph 7.6s, 0-80mph 13.8s, 0-100mph 24.0s. 

Fuel Consumption: 20 to 26 mpg. 
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No cars in production saloon series ? 


The RAC—via some blameless “third 
parties’—dropped a bombshell on 
production saloon competitors at a 
well attended meeting at Belgrave 
Square a week yesterday—only two 
months prior to the first champion- 
ship race at Brands Hatch on March 
6. 


About 50 competitors attended 
the meeting, called and chaired by 
the BRSCC’s Peter Browning follow- 
ing the pitiful response from drivers 
to the Race Committee’s August 
Open Day. Among leading saloonists 
present were Gerry Marshall, Tom 
Walkinshaw, Simon Watson, Derrick 
Brunt, Alan Minshaw, Jeff Allam and 
John Markey. Wayne Wainwright, 
Martin Hone and Martin Thomas re- 
presented Escort and Renault 5 com- 
petitors. 


The main problem surrounds a new 
Production Saloon Car Registration 
Document introduced by the RAC 
for 1977 to reduce the “grey areas” 
in eligibility scrutineering caused by 
using the rather inadequate Autocar 
Buyer’s Guide as the production 
saloon “bible,” 

This was the first that all but a 
minority of competitors had heard 
of this document, much less that 
their racers—many of them already 
completed and testing—would have 
to comply with it this season. While 
most agreed that the document was 
the best aes best way t to tackle the problems 


Marshals at 
Silverstone 


If you are a keen marshal and of a 
slightly sadistic disposition, you 
might like to go along to the British 
Motor Racing Marshals _ Club’s 
National training day on February 
19 at Silverstone. The particular 
occasion of interest is described as 
follows: “Jim Russell Racing 
Drivers’ School will be fielding 10 
Formula Fords each working to a 


script of simulated incidents”; and 
if the script goes wrong ... ? 
Seriously, though, the National 


training day is once again crammed 
with interesting background work for 
the novice and experienced marshal 
from paddock marshalling through 
race Organisation to the basic funda- 
mental of track marshalling. The 
day opens at 8.15am but further in- 
formation is available from Dave 
Scott at 34 Canford Drive, Addle- 
stone, Weybridge, Surrey, KT15 2HL. 
Tel: Chertsey 61845. 


BIRDA PCT 
revision 


Following our piece last week on the 
BTRDA dates, Colin Valentine of the 
production car trials committee has 
written to inform us that it’s inaccu- 
rate and has changed in a couple of 
respects, At this stage, clubs organis- 
ing the events listed below have all 
been invited for inclusion in the ’77 
championship, but not all have yet 
had an opportunity to accept. The 


dates are: 


February 6, Tocky Bonk; 
Cup; April 10, Cotswold; 
Shire; April 24, Cymru (date clash to be 
tesolved); May 15, Ernie Williams; Septem- 
ber 25, Whaddon Worgle; October 16, Ernest 
Owen; "October 23, Rob Walker; November 6, 
Autumn Sporting; TBA, Vesey; TBA, 
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April 3, Grand 
April 24, Warwick- 


Ilkley. 


which occurred last season, the tim- 
ing of it caused some loudly pro- 
claimed discontent. 

Closer investigation revealed that, 
although the form was drawn up and 
presented to the RAC’s Technical 
Commission by scrutineers in Feb- 
ruary last year, letters to the manu- 
facturers—who must complete a 
form before their cars are eligible to 
race—were mailed nearly nine 
months later with the result that 
only Renault had completed the 
necessary by last week’s meeting. 

Many manufacturers have already 
expressed disinterest in the form 
(having already filled out the CSI’s 
Group I homologation forms) and 
Chief Eligibility Scrutineer Peter 
Jowitt suggested that it would be 
expedient if competitors were to urge 
manufacturers to complete the forms 
—an idea which went down like a 
lead balloon. 

The BRSCC and BARC have both 
confirmed they will run early cham- 
pionship rounds with or without the 
necessary Registration Documents 
and Peter Browning and Sid Offord 
will propose at the next Race Com- 
mittee meeting that the regulation 
requiring the use of these forms be 
waived until July 1 and that scruti- 
neers rely on the Autocar Buyer’s 
Guide until then to give the RAC 
time to get the necessary co-opera- 
tion from manufacturers. 


The second mejor proposal, baled 


sented to the meeting by scrutineer 
Cecil Mitchell, concerned an RAC 
plan to allow engine builders, under 
licence, to seal competitors’ engines 
which they prepare and take the 
responsibility for any eligibility pro- 
blems. This idea was not popularly 
received, competitors wanting the 
Official seal of an RAC scrutineer as 
the only seal. 

Discussion also covered sealing at 
race meetings, with a proposal for 
the Race Committee suggesting that 
all competing cars’ numbers should 
be put into a hat at each champion- 
ship round and a couple pulled out 
for sealing and later stripping. Good 
news on this front is that a new 
rule already confirmed states a maxi- 
mum number of race meetings in 
which the car can compete after 
sealing before the engine is stripped. 

An attempt by the RAC to allow 
new models announced during the 
year to be raced next season—such 
as the Ford Fiesta—got a massive 
thumbs down, but useful discussion 
centred around whether or not left- 
hand-drive models were eligible and 
whether side strips should be re- 
moved for safety reasons. 

An Official spokesman for the RAC 
was invited to attend the meeting, 
but. did not do so, relying on the 
volunteer scrutineers to carry the 
can. Those who were at Belgrave 
Square soon realised why this was 
so. 


No change from Ford 


The Ford annual Motor Sport Press 
conference held little of excitement 
for the average club racing driver. 
Stuart Turner dealt patiently with 
those who felt that there was a 
greater future racing saloons in the 
former Radio One championship as 
opposed to the Group One series but 
had little joy for them. 

The three Formulae relying totally 
on Ford engines in club racing, For- 
mula Ford 1600, 2000 and Escort 
Sports were all flourishing, said Peter 
Ashcroft. Formula Ford 1600 was en- 
tering its 10th year and Ford hoped 
that there might be a special series 
of four or so races where they might 
make an extra special effort in pro- 
motion. 

FF2000 had increased in popu- 
larity during its second year, but 


with APG pulling out of sponsorship 
for the BRSCC/MCD series, a new 
sponsor was currently being sought 
for the main FF2000 championship. 
Debenham’s Escorts series was for 
the Mk II Escort Sports only in 
1977 but Ford are offering large dis- 
counts on bodyshells, engines, gear- 
boxes, etc, after March. The prize 
money has been increased also, the 
first six in each race gaining £50, 
£40, £30, £20, £10, £5. 

On the subject of Sports 2000, 
Ashcroft scotched all rumours that 
it had anything to do with Ford. He 
said that it had nothing to do with 
them at all, only that the cars hap- 
pened to use Ford engines. However, 
if things went wrong and it looked 
to be a flop, then Ford might help 
with a “ kiss of life.” 


run a Glub’’ 
Ford’s book 


With a little embarrassment, Stuart 
Turner, of Ford, announced at their 
annual Motor Sport Press confer- 
ence in London last week that the 
company had produced a book called 
How to Run a Motor Club. The rea- 
son is that there’s some concern 
about the instability of certain motor 
clubs that flourish with certain mem- 
bers at the helm, but can then fall 
without these members in charge. 
The book promotes the continuity 
and stamina of a motor club, and is 
free on application. 


@ Congratulations to ShellSport Gold 
Star co-ordinator Denise Kirby, who 
presented husband Keith of Shell 
with a 7}lb son Richard 10 days 
ago. 


FF engine | 
system ? 


There was a little, but not much, 
interesting talk at the Ford Motor 
Sport Press conference about a For- 
mula Ford engine system which 
might be used in the Formula in the 
near future. This wasn’t thought to 
be a new set of rules on tuning FF 
engines, but more a system of con- 
trolling the legality of Formula Ford 
engines. It’s possible that engine 
tuners will be allowed to seal their 
own engines in future which would 
firmly place the onus on a tuner if 
one of his engines was found to be 
illegal, or would firmly place the 
onus on the driver if the seals had 
been broken. This way more exact 
definition of who was responsible for 
a bent engine might be used to im- 
plement higher penalties for illegal 
engines. 


Julian Fack—50 per cent hopeful 


Fack’s. . 
transaxle 


Having confounded the pundits with 


the success of his Imp-engined 
Facsimile and Impunities, Julian 
Fack is setting out on another pro- 
ject in sporting trials for 1977. Once 
again it’s something that has been 
written off years ago by those who 
believe that it can’t work: this time 
it’s the idea of the transaxle, simi- 
lar to the idea of some _ super 
saloons. In fact the whole of the car’s 
rear end would be similar to a rac- 
ing saloon with transaxle and double 
wishbone rear end. 

The project,: which should be com- 
pleted by the end of 1977, is being 
undertaken by Fack in conjunction 
with former Formule Libre driver 
Mike Endean, who works for Hew- 
land, The new car will be outwardly 
similar to the Impunity in which 
Fack gained second in the RAC sport- 
ing trials series but will just have 
the revised rear end, Meanwhile, the 
enterprising Fack will continue to 
trial Impunity, but has 50 per cent 
hopes that the new car will work, 


Rallycross 
cut back for 
Taylor 


John Taylor’s programme in rally- 
cross during the current year, an- 
nounced at the Ford Motor Sport 
Press conference recently, is limited. 
The popular Kent driver’s partici- 
pation, has, according to Ford, been 
occluded by the European Rally- 
cross championship’s idea of pit- 
ting RS1800s against 3.0 Turbo 
Carreras. For this reason, Taylor’s 
programme includes just four major 
evénts in the UK in the Haynes of 
Maidstone Escort, plus the very occa- 
sional one-off in Europe. 

The limited programme does have 
its good reason, but perhaps a fur- 
ther one is that Ford’s Peter Ashcroft 
is frankly worried about the sport: 
“Rallycross did well at first but it’s 
now tailed off, perhaps because 
there’s no desperate will to win. I’m 
concerned about the future of its 
competition for that reason.” How- 
ever, he believes that Taylor still 
has that will to win, hence their 
further faith 
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Clowning Ron Douglas — building 
works Polski-Fiats 


Douglas to 
build 
rallycross 
Polski-Fiats 


As well as a busy season’s rallying 
for the Polski Fiat team, Finland’s 
Jussi Kynsilehto will also be taking 
in a fairly full season of the Euro- 
pean rallycross. series, both in 
Britain and on the Continent in a 
1.8, 16-valve, fuel-injected, Abarth- 
powered Polski-Fiat 125P. 

But perhaps the surprise of the 
rallycross effort is that the car is 
being built in Britain by that 
acknowledged innovator in the sport, 
Ron Douglas. While the 230bhp en- 
gine is being built by Abarth, as will 
the five-speed gearbox, Douglas is 
being left to sort the suspension com- 
pletely. The team will be competing 
in between four and six of the tele- 
vised rallycross events to be held in 
England, and Kynsilehto mentioned 
recently that Douglas might build 
two further replicas of the works 
G5 rallycross cars. 


Four round 
TEAC rallycross 
series 


The TEAC Lydden rallycross cham- 
pionship takes place over four 
rounds in 1977 and regs are cur- 
rently available for all four rounds. 
Any vehicle is eligible provided it is 
included in the production touring 
cars and production GT cars lists, 
and four-wheel-drive is not per- 
mitted. There are no classes in the 
championship. 

For each of the four championship 
rounds, there will be a maximum of 
70 entries and a minimum of 30. 
Awards for each championship event 
amount to £50 for first place down 
to £5 for sixth, while the end of 
season winner gets £200, the second 
man gets £100 down to £10 for sixth 
and £5 for seventh. 

The regs for all four events, 
costing a total of £20 to enter, or 
£5.50 per round, are available from 
Mr K. S. Kaye, 167 Benfleet Road, 
Benfleet, Essex. The events, all tak- 
ing place at Lydden, are on the fol- 
lowing days: January 28, February 
25, April 1, August 19. 
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Century Oils’ 


Century Oils are the new sponsor for 
the MCD special saloon car cham- 
pionship formerly sponsored by 
Simoniz who are taking a break for 
a year. As with the BARC’s Forward 
Trust Plus series, the Century Oils 
special saloon car series will feature 
a class capacity division at 2500cc, 
so that the full list of classes and 
cars eligible is: over 2500cc, 1301cc 
to 2500cc and 100lcc to 1300cc. 

Century Oils have been involved 
in production saloon car racing with 
Ivan Dutton and in various spheres 
of rallying to promote their 20W/50 
motor oil that they introduced last 
year. Century Oils are the largest 
independent lubricant manufacturer 
in the UK. 

The scoring system for the 15- 


Whittaker 


But for a faulty fuel pump— it cost 
them at least five minutes at time 
control 10—Geoff Whittaker and Jeff 
Hignett would have probably won 
last Saturday night’s Digitus Inter- 
club Rally run by Manchester Indus- 
trial MC over a 140 mile route in 
East Wales. As it turned out Rod 
Sheard and Derek Herbert from 
Broughton and Bretton MC, found 
themselves taking the glory in their 
1600 Escort finishing over two 
minutes ahead of a field of 60 crews. 


Sheard and Herbert, having been 
slotted in at the head of the field 
after the first crew seeded had been 
forced to withdraw, were really put 
on their mettle from the word go 
and they managed to perform credit- 
ably. 


Practising 
at Brands 


This coming weekend sees the first 
practice at Brands for a week or 
two, that on the club circuit and cars 
are out all moming from 9am to 
12.30pm. At 1.30pm the motor cycles 
go out for half an hour, and then 
the cars are out again, half-hour ses- 
sions alternating all afternoon. 
Later, in February, the BRSCC are 
once again holding their two test 
days, the first on February 20 on 
the Club circuit, costing £10 for the 
day. The second session, a week 
later on February 27, is on the GP 
circuit and also incorporates the 
marshals’ training day. The cost of 
the GP session, which, like all the 
BRSCC practice days, will be seeded 
into certain types and speeds of 
cars, is £15 per car. Bookings for 
these two days are being handled at 
the BRSCC. 
@® The FF2000 dinner-dance is well 
on its way, taking place at the Centre 
Airport Hotel, Heathrow, on Janu- 
ary 28. The cabaret is being provided 
by well-known singer Jeremy Taylor, 
brother of FF2000 champion Jan 
Taylor and there’s a very fine raffle 
with air tickets, etc, to win. How- 
ever, there are still a few seats left 
at £8.50 each, and Tiff Needell, 
who's co-organising the dinner-dance, 
would like to hear from anyone who’s 
going to do FF2000 or has done it, 
who would like to go along. Tiff can 
be contacted at 01-748 2000, exten- 
sion 457. 


SS series 


round, six circuit series is as per 
the RAC system with 4-3-2-1 for 
each class order and one point for 
fastest lap in the class, while there 
will be prize money of £35, £20 and 
£12 for the first three in each class 
in each race. End of season awards 
include £200 for the outright winner 
and £50 each for the winners of the 
other two classes. Second in each 
class will receive £30 and third gets 
£20. 


The dates are: 


March 6, Brands Hatch; March 12, Oul- 
ton Park; March 27, Snetterton; April 11, 
Brands Hatch; April 17, Donington; May 
8, Brands Hatch; June 6, Mallory Park; 
June 19, Thruxton; June 26, Snetterton ; 
July 3, Brands Hatch; August 6, Oulton 
Park; August 28, Mallory Park; September 
18, Mallory Park; September 25, Brands 
Hatch; October 23, Brands Hatch, 


oses out 


On an event which included four 
selectives they dropped 21m 54s to 
beat Paul Mellor and Pete Forrester 
in their Mexico who finished on 
24m 00s. 

With the Whittaker/Hignett outfit 
suffering one of those nights in their 
Escort TC they had to go some to 
catch up the considerable leeway 
and with several very quick times 
on the selectives they moved rapidly 
back up the leaderboard and ended 
in third spot just four seconds down 


on Mellor/Forrester. 

1, R. Sheard/D. Herbert (1600 Escort), 21m 
54s; 2, P. Mellor/P. Forrester (Mexico), 24m 
. Whittaker/J. Hignett (Escort TC), 
24m 4s; 4, B. Mansfield/M. Roper (RS 1600), 
24m 40s; 5, B. Brookes/A. Higgins (Mini), 
26m 59s; 6, R. Powley/K. Jones (Ascona), 28m 


Semi-experts: 7. Walker/D, Read (1600 
Escort), 34m 23s. Novice: D. Lawrenson/L. 
Hewitt (Viva GT), 48m 8s. 


Baird’s Hawke 
for hire 


Stuart Baird is offering his race- 
winning FF2000 Hawke DL14 for 
hire for the whole of the ’77 season. 
Offers are invited from drivers who 
can prepare the car themselves and 
be in a position to return it at the 
end of the year in a condition similar 
to when it was acquired. Baird, 
who'll be sponsored by Brook Hire 
again this year, may be contacted at 
Brook Hire Racing, 124 Heath Lane, 
Croft, Warrington, Cheshire. 


Beecroft 
attracts 
sponsor 


Hoping to continue their enviable 
record of 23 finishes in 25 outings, 
and never below eleventh, Ron 
Beecroft the Harrogate farmer and 
his regular navigator John Millington 
are to receive support for their 1977 
rally programme from Speedspares 
of Burnley. The pair, who use an 
RS 2000 in Group 1 trim, will pro- 
bably do the ANECCC championship 
and want to take in several Motoring 
News Rally Championship events as 
well as making a return to the Manx 
where they were third Group 1 car 
last year. 


Goodall gets 
stuck in 
the... 


An embarrassing 40s stuck in thick 
manure plus a couple of wrong tests 
and a line fault all contributed tc 
Ken Goodall not winning last Sun. 
day’s autotest run by Trackrod MC 
on a muddy, slippery and, in places, 
well fertilised site close to Tockwith 
airfield near Wetherby. 

Goodall, in an RS 2000, dropped 
at least 100s as a result of his 
misdemeanours and otherwise would 
have paralysed his class opposition, 

BTD went to Richard Ineson in 
his 1275 Mini who completed the 
16 tests in 678.3s well ahead of Tony 
Marshall, sharing the same car whoa 
went on to take the class in 720.5s, 

The other Mini class was a benefit 
for David Taylor’s 999 version beat- 
ing the opposition by almost a 
minute and Allan Warwick, winner oi 
the smaller capacity saloon class, had 
35s in hand over his rivals in his 


Escort 1300. 

BTD: R. Ineson (1275 Mini), 678.38, 

Class winners: D. Taylor (998 Mini), 777.0s; 
T. Marshall (1275 Mini), 720.5s; A, Warwick 
pay Escort), 947.0s; G. Taylor (MGB), 
837.7s. 


F Vee show 
their wares 


Very mindful of their image, which 
has taken a battering in the past few 
years, a committee of drivers in 
Formula Vee have organised their 
own mini Racing Car Show which 
is to be held at the Dovercourt 
Motor Company Ltd, 32/34 St John’s 
Wood Road, London, NW8, on Janu- 
ary 16 from 10am to 3pm. They 
want to promote Formula Vee and 
show that it is as cheap a club For- 
mula as any, especially now that one 
tyre is being used, a Dunlop similar 
to that used by Formula Fords. 

There will be about 15 cars at the 
show, including two Continental 
Vees, the new Image car that will be 
driven by Mark Goddard in the For- 
mula next season, the championship- 
winning Scarab and various second- 
hand cars for sale. The Dovercourt 
MC is opposite Lords cricket ground 
in St John’s Wood. 


BOC and 
FOC split 


Following discussion between the 
council of the Bugatti Owners’ Club, 
the Ferrari Affairs Committee, and 
a ballot from the Ferrari Owners’ 
Club, the two clubs have now for- 
mally split. Secretarial matters for 
the Bugatti Owners’ Club will be 
handled by the club secretary Geof- 
frey Ward, of Prescott Hill, Gother- 
ington, Cheltenham, Gloucs, and the 
Ferrari members may contact God- 
frey Eaton, of 40 Bartholomew 
Street, Newbury, Berks. 

However, Ferrari-owning members 
will be glad to hear that the Fer- 
rari handicap will continue to be run 
at Prescott meetings during the year. 


@® Dick Harvey has sold the 750F 
Mk II Darvi to Ginetta man Peter 
Thompson of Cinderford. 
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Mondello’s smashing time | Carnegie’s 


Christmas, the season of Goodwill to 
All Men—but what happened to 
Goodwill on the night of December 
26, when vandals smashed all the 
windows of the Mondello Clubhouse, 
broke up the toilet fixtures, poured 
diesel oil on the floors: and ripped 
out all the PA and telephone wires? 
That was the sorry mess dished out 
to Motor Racing Circuits Ltd as a 
Christmas present by men with evil 
intent, but despite the vandals, the 
IMRC Christmas Meeting went ahead 
as scheduled on Monday, December 
27. Five races were run off in really 
miserable wet and cold weather, and 
in the Formula Ford race Paraic 
Mooney posted his best drive yet to 
win on a rain soaked track in his 
Merlyn Mk29, making this a really 
Merry Merlyn Christmas for Team 
EP Mooney as this was Paraic’s first 
win in the car he first drove exactly 
12 months previously. 

Jim Casey in his ’39 Morgan 4/4 
won the opening event, a handicap 
for veteran and vintage cars, with 
David Dunn just snatching second 
place in his massive and pristine 
Lagonda from Ed Cassidy’s Austin- 
Healey 100M. Gerry McGarrity, driv- 
ing a ‘Coke bottle’ style Escort RS 
2000 in place of his more familiar 
little Honda Civic, dominated the 
Group 1 race for eight laps, sliding 
the car around the circuit in a most 
impressive display of car control. 
Down at the infamous Shell hairpin 
Ray Moore got his big Opel Com- 
modore Coupe sideways in front of 
George Windrum’s Mazda RX3, and 
with the front of the Mazda firmly 
embedded in the driver’s door, 
George kept the power on to push 
the Opel out of his way! Then P. J. 
Fallon spun his Capri 3000 and the 
following Capri 3000 of Richard 
St John Young revolved in sympathy, 
and with no alternative as P.J. 
blocked his path at Shell. When the 
stock car racing tactics ceased, 
Windrum set off in chase of the 
leader to eventually take over when 
McGarrity finally lost it at Shell on 
the penultimate lap. Windrum went 
on to take the flag, David Burchell 
who drove the Zhivago Capri 3000 
very sensibly and was never lower 
than second except for a_ brief 
moment when passed by Windrum, 
won back his second spot from the 
spinning McGarrity and just got 
to the flag with 0.4s to spare 
over Moore in the Commodore. 


McGarrity eventually finished sixth, ° 


behind Dermot Faulkner’s BMW and 
Fallon. A lively dice between Paraic 


‘Brendan McKenna (Crossle 20F, 


Mooney in a Datsun FII and 
R. Latham in a Fiat 127 was won by 
Latham. 

With snow flakes plainly visible 
in the falling rain, a depleted grid of 
only six cars took off for the modi- 
fied saloon race, David Hall driving 
his demon Imp back into the paddock 
rather than crazily risk the treacher- 
ous conditions on _ slicks. Cyril 
McCabe in the ex-Stee Griffin Mini 
(Stee’s going modsports in ’77) raced 
away to a most convincing win over 
Brian Tuite in a similar Mini, these 
two lapping the field. In the equally 
poorly supported modsports race 
Morgan Dempsey, back at the wheel 
of his Midget after his suspension 
collapsed following the August in- 
cident with Ed Mahon, totally de- 
molished the opposition to win by 
36.8s from John Keaney; third man 
Don Kissane only got in eight laps! 

Fifteen cars lined up in the rapidly 
fading light for the Formula Ford 
race, and when John Nicholson 
dropped the Tricolour there was a 
big moment -of avoiding action as 
Paraic Mooney’s Merlyn Mk29 
slewed viciously sideways to almost 
totally block the fifth row of the grid, 
as Mooney whipped out behind the 
Hawke DL15 of Brian Lennox. Colin 
Lees spun his Van Diemen and lost 
his lead after only a lap and 
a half at Castrol, letting Mooney 
through to win by 11.8s over Mike 
Phillips in a Crossle 30F. Mondello 
Racing School pupil Fernan de 
Monge was a very creditable third 
in the Royale RP21 as raced by 


Mick Roe, only a second behind 
Phillips. Lees recovered to finish 
fourth, followed by Brendan 


McKenna in a Crossle 20F and Alan 
Cahoon in a 25F. 


Vintage Handicap (7 laps): 1, Jim Casey 
(Morgan 4/4), llm_ 06.6s, 40.18 mph; H 
David Dunn (Lagonda), lim 51.2s; 3, Ed 
Cassidy (Austin-Healey 100m), llm_ 51.4s. 
Fastest lap: Cassidy, lm 28.8s, 50.27 mph. 

Standard Saloons (10 laps): 1, George 
Windrum (Mazda RX3), 1 F 
2, David Burchell (Ford Capri 3000), 14m 
Moore (Opel Commodore 
14m 54.4s; 4, PJ. Fallon (Ford 
Capri 3000), 14m 54.6s; 5, Dermot Faulkner 
(BMW 2002TIi), 14m 58.4s; 6, Gerry McGarrity 
(Ford Escort RS2000), 15m 01.8s. Fastest lap: 
Windrum, 1m 26.0s, 51.91 mph. 

Modified Saloons (10 laps): Ka Cyril McCabe 
(1.3 Mini), 13m 29.0s, 55.18 mph; 2, Brian 
Tuite (1.3 Mini), 13m 43.4s; 3, C. Morris 
(Ford Escort), 9 laps. McCabe, 
lm 19.6s, 56.08 mph. 

Modsports (10 laps): 1, Morgan Demsey 
(MG Midget), 13m 26.0s, 55.38 mph; 2, John 
Keaney (MG Midget), 14m 02.8s; 3, Don 
Kissane (MG Midget), 8 laps. 
Dempsey, 1m 18.2s, 57.08 mph 

Formula Ford (10 laps): 1, 
(Merlyn Mk29), 13m 12.8s, 56.31 mph; 2, 
Mike Phillips (Crossle 30F), 13m 24.6s; 3, 
Fernan de Monge (Royale RP21), 13m 25.6s; 
4, Colin Lees (Van Diemen), 13m 39.2s; 5, 
13m 42.4s; 
6, Alan Cahoon (Crossle 25F), 13m 56.4s. 
Fastest lap: Mooney, 1m 17.8s, 57.38 mph. 


Fastest lap: 


Fastest lap: 


Paraic Mooney 


Alan Cahoon (Crossle) and Colin Lees (Van Diemen) lead off the line. 
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Mondello 
rallycross 


Various familiar names turned up at 
the first rallycross on the new pur- 
pose-built track at Mondello Park on 
Monday, January 3. David Kennedy’s 
sponsor John Hynes of Group 
Waterworks entered a 3.0 Capri and 
won a heat, but his time was not 
fast enough for him to progress 
further. 

Formula Ford Festival winner 
Derek Daly shared a rally Escort 
with Sean Murphy, and this he drove 
with his usual determination but his 
pushrod engine was no match for 
the twin cams and BDAs. He 
reached the last 12 and missed 
the top six final by the narrowest of 


Derek Daly—BDA needed. 


margins. 

The event was won by Dermot 
Carnegie in Frank Lenehan’s 1.0 
Mini (Carnegie represented Ireland 
in many Ken Wharton Memorial 
autotests). He beat veteran Cecil 
Vard in a VW-Porsche in the final. 


Wanklyn’s 
comfortable 
victory 


After establishing a four minute lead 
at the petrol halt, Keith Wanklyn 
and John Waters were able to ease 
off a little but still took a comfort- 
able victory down in Devon and 
Somerset last Saturday night when 
they won the Maximum Torque Rally 
run by Dudsbury CC. 

It might have been a different 
story had not Alan Waterman and 
Chris Bone gone off just before 
halfway in their RS 2000 for at the 
time they were breathing heavily on 
the leading 1600 Escort. However 
with Wanklyn and Waters running 
smoothly and making no mistakes on 
the two second half selectives they 
ran out winners of the Estate Gar- 
rage, Ferndown Trophy by just over 
a minute ahead of Graham Colbourne 
and Richard Dix in an MGB. 

Fifty nine crews contested the 170 
mile route in mixed weather and 
Escorts filled five of the top six 
places. Apart from the first two the 
rest were separated by sizeable time 
differences but Steven Palmer and 
Chris Brooks deserve credit for tak- 
ing fifth in their Escort 1300 and 


Wey easily won the novice section. 

K. Wanklyn/J. Waters (Escort 1600), 
re 44s; 2, & Kaa ae Dix (MGB), 
15m 00s; 3, ss/R, Acres (RS 2000); 
22m 26s; 4, x “palliieye. iParry (Escort TC), 

553 ‘5, "S$. Palmer/C. Brooks (Escort 
1300), 29m 36s; Oy, G. Gray/C, Mew (Mini), 
. Beginners: M, Corney/S, Middleton 
(Ford Classic), oF 7lim 39s. 


Service van 


The Gordon Spice Group will be 
sending a service van to about 
twenty race meetings next season to 
provide knowledgeable service and 
spare parts on a number of motor- 
sport products for which the Group 
is exclusive UK distributor or Main 


Dealer. These include’ Griffin 
helmets, Luke harnesses, Fireater 
extinguishing systems, Dzus 
fasteners, Varley batteries, FPT 


flame-retardent overalls and Piranha 
ignition. Two technical staff will 
man the van, which is likely to be 
seen at the more major Formula 3 
and Gl meetings. 


Kirby’s 
new B 
sports team 


A new Clubmen’s B sports team has 
been formed by Charles Kirby, the 
former part sponsor of Dave Bettin- 
son’s Lotus 7. Kirby, of the 
Lewisham-based Kirby Autos has 
bought Don Farthing’s Mallock U2 
Mk 16E and plans to run it in all 
the Oceanair and Tricentrol rounds. 
Kirby is an ex-MRS pupil. 

Meanwhile, one of his employees, 
Len Unwin, is currently constructing 
his own B sports car and intends to 
run the car under the Kirby banner 
when it is ready. 

The whole team is being managed 
by Longfield driver Ron Morgans, 
who raced in B sports Clubmen’s 
himself until retiring from active 
driving in May last year after eight 
years of racing Clubmen’s cars. 


Liverpool MC 
autotest 
series 
continues 


Following a successful first year, the 
Liverpool Motor Club and Ford 
(Halewood) Motor Club are once 
again promoting a four round auto- 
test series in the Liverpool area. 
Rounds will be held on April 17, 
June 26, September 18, and Decem- 
ber 11. Overall winner in 1976 was 
Alan Hunter, of St Helens, who won 
the fourth and final round of the 
series in his 1.3 Midget by just one 
point from Mick Moore in his Spit- 
fire. The awards, generously donated 
by Duckhams, are to be presented 
at the Ford (Halewood) MC dinner/ 
dance on January 28. Anyone wish- 
ing to receive regs for the 1977 event 
should forward four stamped 
addressed envelopes to the champion- 
ship secretary, Paul Pickup, 2 Lance 
Grove, Liverpool L16 6UL. 
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Fack charges away 


Slithering and slipping his way 
through very tricky conditions on a 
site at Dunfield near Sheffield, Julian 
Fack took his Impunity trials car to 
its first win of the new season last 
Sunday when he won the Harrison 
Trial, run by Sheffield and Hallam- 
shire MC. 

Pouring rain made for miserable 
conditions for the 25 strong contin- 
gent who tackled three rounds of 
10 sections and Fack stamped his 
authority on proceedings by taking 
what proved to be a winning lead 
on the first tour when he opened 
up a 10 pt gap. 

Northerner Peter Dibble, in his 
Leyspec was doing very well ini- 
tially and was tied with Jack Pearce, 
the King of the Kincraft machinery 
and he showed considerable skill 
in staying with the big guns for the 
rest of the day finishing a creditable 
fifth equal. 

The day really belonged to owners 
of Kincrafts for Reg and Dennis 
Allen decided it was time they got 
some championship points and Reg 
ended the day in second spot and 
Dennis was fourth, split by Pearce 
who had an uninspired day for 
once. 


Dennis Allen—fourth place. 


The other interloper, initially, was 
Frank Lewis with his old Cannon 
and although he was still in the pic- 
ture at lunch he had a poor third 
round and Keith Butterfield came 
through to finish seventh in his 


Cannon. 

1, Julian Fack (Impunity), 64 marks; 2, 
R. Allen (Kincraft), 75 marks; 3, J. Pearce 
(Kincraft), 78 marks; 4, D. Allen (Kincraft), 
102 marks: Oye Pollard’ (Kincraft), 107 marks; 
6, P. Dibble (Leyspec), 107 marks. 


Vauxhall win 


Tony Jones and Jim Whyman 
journeyed from Weybridge in Surrey 
to the Shropshire/Wales border coun- 
try last Saturday night and returned 
the following morning with the Mea- 
sham Trophy in the rear of their 
1923 Vauxhall 30/98 after winning 
the Vintage SCC’s long established 
rally of the same name for the 
second time. 

On a 200 mile route which began 
and finished in Church Stretton, with 
& halfway halt at Welshpool, the 
nearly 50 strong entry were fortunate 
in having almost ideal conditions 
and practically the entire field made 
it back to the finish under their own 
steam. Jones and Whyman managed 
to complete the navigational course 


without penalty. 

Measham Trophy: T. Jones/J. Whyman 
(Vauxhall 30/98), Vintage Ist class awards: 

Binns (Minor 9); J. Gosh (Vauxhall 30/ 
98 Special). 2nd class: M. Hirst (Alvis Silver 
Eagle); 7. Stephens (Lancia Lamba). 3rd 
Class: Mrs. J. Giles (Fraser Nash Anzani 
Fast Tourer); N. Adnams (Minor 9). 

Post Vintage Thoroughbreds; Overall: D. 
Hoggard (Railton). First class; J. McEwen 
(Riley 1.5). 2nd class: M. Cann (Aston 
Martin). 3rd class: T. Hutchings (BMW 328). 
Edwardians, light cars, etc; overall: 38. 
Danaher (Austin 12), lst class; P. Rooney 
(Austin 7). 2nd class: Mrs J. Hill (AJS). 


LCC winners 


When the London Car Club hold 
their dinner dance on Friday 
January 28, they will once again be 
presenting the prizes to their club 
members but also those to their 
own rally series, the Clubs Rally 
championship, winners of which 
were Keith Bushby and John Jones. 
Among the other prize winners are 
Dave Kirkham, Simon Riley, David 
Render, Dacre Harvey and George 
Stones. 


Ladies’ series 


Sperex Shamplanshig:: : 1, Divina  Galica, 
36%e 2, Valli, 7212; 3, ease McPherson, 
ey) Wendy Markey, "62: 5, Judy Andreason, 
34: m Sue Tucker-Peake, 34. 


Goodwin championship : I, Vall) 623. %, 
Divina Galica, 483% ; 3, Janet McPherson, 
31; 4, Wendy ‘Markey, 30; 5, Sue Tucker- 


Peake, 26; 6, Judy Andreason, 22. 
Embassy Trophy : a 


Divina Galica, 173% ; 
2, Janet McPherson, 


83; 3, Wendy Markey, 


74; 4, Valli, 7232; 5, Judy ‘Andreason, 34; 6, 
Sue Tucker-Peake, 34, 

Newcomers award : 1, Valli, 7212; 2, Liz 
Hamerton, 814. 

Hillclimb and sprint sections. Hiliciimb: 1, 


Carol Lloyd, 159; 


2, Carol Davies, 120. Sprint: 
1, Viv West, 68; 


2, Jean Denton, 32. 


International events 


Dat Venue 

Soar ir heed Austria 

dan Roy Hesketh, S Africa 
Jan ie Manfield, New Zealand 
dan 16 Riverside, USA 


ritish events 


Venue 


oy 18, 5/16 Daniel Ross (Engineers), 
St Leonard Street, Lanark 
Jan 15/16 Border Service Station, 
Whitchurch (MR162/541172) 
Jan 15/16 Harrogate Motors, North Street, 
Ripon, Yorks OR ee 
Jan 15/16 Industrial Estate, Norther 
Road, Newark (M R121/80632546) 
Jan 15/16 Hartford Motors, Botley, 
Oxford 
Jan 16 Froggatts Farm, Wade Lane, 
Hill Ridware, Staffs 
Jan 16 Snetterton, nr Thetford, 
Norfolk 
Jan 16 _ 
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Event 

Janner Rally, 
F Atlantic 

F Atlantic, FF, G1/2 
Westerrn 500—-NASCAR 


Event Club 
Rally 
Rally 
Rally 


Rally 


Rally 


Autocross 


Rallycross 
Sporting Trial 


European Rally Championship for Drivers 


Dunfermline 
Ross & OMSC 
Ripon MSC 
Dukeries MC 
Witney & Oxford MC 
Shenstone & DCC 
West Suffolk MC 


& 
Sporting CC of Norfolk 
Maidstone & MKMC 


Briefly 


@ The Aston Martin Owners Club 
have presented the Howat Memorial 
Trophy to Mike Blakey, the British 
Motor Racing Marshals Club chief 
incident officer at Silverstone. The 
trophy is presented to a non-AMOC 
member for contributions to their 
race meetings and was awarded to 
Mike for 14 years marshalling at 
Silverstone. 


@ Among those hoping to appear 
in production ‘saloons next season 
are two driving instructors—John 
Stevens of Motor Racing Stables and 
John Lyon of the British School of 
Motoring’s High Performance Course, 
both of whom attended last week’s 
Belgrave Square meeting on produc- 
tion saloons, 1977. 


@ Laurence Jacobsen, who was so 
successful in Scottish racing with his 
Hillman Imp special saloon car, is 
currently looking at sports cars with 
a view, perhaps, to be challenging 
Iain McLaren as top Scottish sports 
car racer. 


@ Having a taste of a proper For- 
mula Ford at Brands Hatch after 
Christmas was former 750F cham- 
pion Kim Perry. He borrowed the 
ex-Rick Morris Hawke DL15 from 
the works in place of his own older 
Hawke DL12. He finished a credit- 
able seventh. 


| @ Action Services of Loughborough 


are now able to supply luminous 
marshals’ tunics as used on the 
Tour of Britain last year. Subject to a 
minimum order of 100, prices start 
at £1.60 each, which includes having 
the club name printed on the back. 
Man to contact is David Taylor of 
Loughborough 213063. 


@ Allan Staniforth, the Terrapin de- 
signer and builder, is the guest of 
the London Special Builders Group 
of 750MC on January 24 at the 
Craven Arms, Lavender Hill, Batter- 
sea, London, SW11, starting at 8pm. 
Guests are welcome. 


@ Relax, the panic’s over; the engine 
that Peter Evans bought off Peter 
Cooke is in fact going into Richard 
Groombridge’s Hustler for racing in 
Clubmans this year. 


@ Ian Rogerson, who won the 
BRSCC(NC) special saloon series by 
One point last year, will be racing 
this year in the Susan Tucker-Peake 
1.3 Escort-BDA which he recently 
bought. He hopes to contest one of 
the major saloon car championships 
this year if sponsorship is forth- 
coming, but meanwhile he’s trying 
to sell his Mini. 


cc 


Secretaries of the Meeting are requested to send details of all forthcoming events to Miss Linda McRae, Autosport Editorial, Haymarket Publishing Ltd., Regent House, 54/62 Regent Street, London W1A 2YJ 


Night OP Raily 

Ross Traders Trophy Rally 
Riponian Rally 

Ystra Rally 

Boanerges Rally 


Winter Autocross 


@ After 20 years of commentating 
at Irish motor sporting events, 
Robin Rhodes has announced his 
retirement from the PA _ scene. 
He has handled the PA with great 
enthusiasm and knowledge at almost 
300 meetings and has interviewed 
four world champions at various 
Dublin functions. He is now resid- 
ing in Derry and feels that he could 
not continue to provide the same 
Rhodes chat on the PA _ unless 
totally and constantly in touch with 
the scene. Undoubtedly Robin Rhodes 
will be sadly missed, for he had the 
great talent of turning the most 
boring events into something more 
interesting and lively for the specta- 
tors, 


@ With Trevor Reeves so dominating 
the recent Castrol/BTRDA. Rally- 
cross round at Snetterton, it was 
appropriate that his younger brother 
Graham should choose the Norfolk 
track to make his competition debut 
on Boxing Day. Seventeen-year-old 
Graham was using one of Trevor’s 
old Minis just rebuilt and fitted with 
a 1500cc engine and finished with 
two heat wins, with a spin in his 
other race. 


@ Although there was no printed 
programme for the Snetterton Rally- 
cross on Boxing Day TEAC produced 
a printed list of entries and asked 
if spectators would care to make a 
donation towards equipment for 
their rescue unit; this collection pro- 
duced some £25. 

@ New Club secretary of the Abery- 
stwyth and DMC is Robert Read of 
Cyfanwel, Cefnilan, Waun Fawr, 
Aberystwyth, Dyfed. 


@ Roland Nix is selling the Wessex 
Special he campaigned in 750F rac- 
ing last year, and is awaiting for a 
CH767 from Chris Hague for 1977. 


@ The BRSCC report much interest 
in the new format of the Renault 5 
challenge. The production car rules 
have tempted many drivers who 
were unsure of their drives for this 
year to plump for Renault 5 and 
things are currently looking en- 
couraging. 

@ Brian Lennox Motors Ltd of Dublin 
have been appointed official Hawke 
agents for Ireland. Brian Lennox, 
who last year has raced a DLI15, 
will offer a complete professional 
service of supplying spares and 
repairs to all Hawke owners. Brian, 
who’ll shortly be taking delivery of 
a new DLI17, may be contacted at 
Lennox Motors, Tallaght Road, Dub- 
lin, tel: Dublin 906828 or 903649. 


@ The Cirencester Car Club have a 
new competition secretary who is 
Bob Orford of 7 Victoria Road, 
Cirencester Glos, tel: 0285 2621 or 
business, Castle Combe 782391. 
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Take a wider look at 
a well-known success story. 


Every Grand Prix since October 1972 
. has. been won on Goodyear tyres. 


1976 Formula 2 Championship. 
Won on eee tyres.- 
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_— | GOODS YEAR 
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———2 German National Champio eT OT Group 2. 


Won on Goodyear tyres. 


1976 Le Mans and. World Sports Car Championship J 1976 European GT Championship Group’. 
Group 6. Won on Goodyear tyres, Wonon Goodyear tyres. 


Goodyear win other championships and races besides 
Formula 1. Because every Goodyear tyre is built with the 
same advanced technology. Built to grip. 

Not just race tyres, but road tyres too. Tyres like 
G800-+ S. Supersteel. 

The steel-belted radial that’s designed to grip, to corner, 
to stop—safely. With all the mileage you expect from a steel- 
belted radial. 

Drive on G800+ S. Supersteel. The tyre with a success 
story behind it. 


The Choice of Champions. 


